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AVERTING THE RAILROAD STRIKE 

Notwithstanding the cowardice, or bad judgment, 
or whatever it may be called, of Congress in refus- 
ing to adopt the Newlands resolution directing the 
Interstate Commerce Commission to investigate the 
matter of railroad wages with a view to settling 
the threatened strike of trainmen, the trouble seems 
in a fair way to be averted, the men having con- 
sented to accept the good offices of the United States 
Board of Mediation and Conciliation. It is to be 
borne in mind that this does not mean arbitration, 
the function of the board being merely, as its name 
implies, to mediate and to try to bring about an 
understanding and agreement. But that the men 
have consented to such a plan means much and is 
an encouraging sign as compared to their former 
arbitrary insistence on their demands and their re- 
fusal to deal with any but the railroad officials 
themselves. It is within the range, not only of 
possibility, but of probability, that the controversy 
as to hours and wages will now be settled without a 
strike and it is certainly to be hoped that the much- 
feared transportation catastrophe will not mate- 
rialize. 

The men are doubtless entitled to some credit 
for their consent to mediation. Very likely their 
leaders were impressed with the seriousness of the 
consequences that would result from a continuance 
of their arbitrary stand, and presumably they are 
not altogether without regard for the convenience 
and interest of the public. But, of course, there 


were other motives which were perhaps controlling. 
They realized that they could not hope to win with- 
out some degree of public support and sympathy, 
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which would be withheld if they refused to con- 
sider either arbitration or some form of mediation. 
The strike may still come, but even if it does, the 
men can say that they tried mediation, but that it 
was not effective in bringing them any proper meas- 
ure of relief. 

Then, too, it must be remembered that, though 
the vote recently taken by the men has been her- 
alded as being overwhelmingly in favor of 
“strike,” that was not really the significance of the 
vote. It merely authorized the leaders to declare 
a strike if deemed necessary. While it may be true 
that a majority of the men favored a strike if their 
demands were not satisfied, there has been no way 
of determining just that point and the leaders may 
well have paused to consider that, though the men 
had voted them the requested authority and the 
power that was necessary for them to have if they 
were to deal with the employers and the employers 
were to deal with them, still the sentiment might 
not, after all, be so overpoweringly favorable to a 
strike as the returns from the vote might seem to 
indicate. 


THE MEASURE OF FREIGHT RATES 


We are printing elsewhere in this number a com- 
munication from Mr. Frank W. Noxon, secretary of 
the Railway Business Association, in reply to our 
editorial of July 29 on “Centralized Control.” Mr. 
Noxon explains the purpose and motives of the vari- 
ous business associations which advocate that Con- 
gress, “having chosen to leave to private capital the 
function of providing the people with rail highways, 
should insure reasonable extensions of such high- 
ways into new regions as well as the improvement 
of existing roads by declaring it by statute the pol- 
icy of the government to permit such a system of 
rates as will yield earnings sufficient to attract in- 
vestment for new construction.” 

His views are welcome and his expression of them 
admirable, but we were in no doubt as to the pur- 
pose of this recommendation, as he seems to think. 
Neither would we presume to attempt to put into 
better or clearer language the expression of the pur- 
pose. Our objection went to the wisdom of the pur- 
pose rather than to the form of its expression. And 
Mr. Noxon is not correct in his impression that we 
have expressed sympathy for this statutory pur- 
pose in our magazine. We did, in our comments on 
the decision of the Interstate Commerce Commis- 
sion in the Western advanced rate case, express 
regret that the Commission had not taken some 
definite position on the relevancy of the showing as 
to the adequacy of the collective revenues of the car- 
riers, but this was because we thought both sides 
were entitled to know where they stood in this 





378 THE TRAFFIC WORLD 


matter and not because of any opinion entertained 
by us as to what effect the showing should have. 
Indeed, we can understand why the Commission 
should hesitate to make known its opinion on this 
point, if it has one, or why it might be unable defi- 
nitely to form one. 

Undoubtedly railroads are entitled to a reason- 
able return on reasonable investment and undoubt- 
edly the need of money for new construction is a 
factor in determining what that reasonable return 
shall be. The Railway Business Association or any- 
body else has a perfect right to ask that this factor 
be put into words by Congress and that the Com- 
mission be enjoined expressly to consider it. In- 
deed, it is commendable, as we have said before, that 
business associations, composed of men who ship 
and receive freight and who are therefore subject 
to prejudice against the representations of the rail- 
roads as to their revenue needs, should endeavor to 
free themselves from that prejudice and take the 
ground that the railroads are entitled to some of the 
things they ask. 

We have no quarrel, then, with the spirit behind 
this propaganda nor, indeed, with its specifications, 
except that we question the wisdom of requiring by 
statute that the Commission shall grant such rates 
as will attract investment for new construction. It 
is a big problem and there are too many elements in 
it, we think, to admit this apparently simple solu- 
tion. For instance, some roads, under the present 
structure of rates, may have all the money they 
need for new construction or other purposes. Oth- 
ers have not. We have not even a settled policy or 
rule as to what part, in an application for advanced 
rates, the matter of inadequacy of collective rev- 
enues shall play. We cannot give increased rates 
to the poor road and refuse them to the rich one. 
Nor can we even assume that because a road has 
not earnings sufficient to attract capital to provide 
for new construction, that an increase in freight 
rates is the proper remedy. The road may not be 
properly conducted. To say whether it should have 
increased freight rates on the theory that it needed 
money for construction purposes, would it not be 
necessary first to make a careful investigation of the 
business of the road, to see wherein, if at all, it was 
not efficiently managed? And would not such a 
government system be somewhat too paternal? 
Rather, would it not be wiser to adopt some sys- 
tem of rate-making that will merely insure reason- 
able and proper compensation for services per- 
formed and leave the roads themselves to work out 
their own problems of construction and their own 
salvation generally? 

We admit that we offer no definite program as a 
substitute for that we are objecting to, but we be- 
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lieve we are expressing something of the principle 
that must be adopted. It is a great question and 
many minds are working on it. We do not mean 
to be caustic in our comments on any of the solu- 
tions offered. But we do not believe that the one 
under discussion meets the situation, though it may 
contain a valuable contribution to the general con- 
sideration. For one thing, the point at which rates 
must be pitched to yield earnings sufficient to at- 
tract investment for new construction, would be too 
variable to make the system practicable. 


THE FUNCTION OF A RAILROAD 


A railroad subscriber, in commenting on our edi- 
torial of July 29 concerning the suggestion of Chair- 
man Hurley, of the Federal Trade Commission, that 
the railroads undertake the task of introducing 
American goods in foreign markets, refers us to 
the decision of the United States Supreme Court in 
the case of Union Pacific Railway vs. Goodridge, 
which, he says, “may or may not have any bearing 
on the matter of railroads promoting industrial ac- 
tivity in their capacity as common carriers.” 

The tone of the decision in question was that a 
railroad company is chartered to furnish transporta- 
tion and nothing else, and, though our correspond- 
ent does not amplify his thought, we infer that he 
believes that a railroad company might be going 
outside of its proper and legal function if it under- 
took to act as Mr. Hurley suggests. We do not 
believe it would. We believe the railroads not only 
have the right to take measures similar to the some- 
what fantastic one suggested by Mr. Hurley in order 
to increase their tonnage, but that they are failing to 
live up to their business opportunities when they do 
not do so. The decision of the Supreme Court in 
question, it seems to us, merely means, in this re- 
spect, that railroads cannot be expected or required 
to do more than furnish transportation, though it 
does not deny their right to do some other things. 
Development of new country, for instance, is a busi- 
ness in which railroads engage generally and which 
is no by no means the furnishing of transportation. 

In the Supreme Court decision referred to (149 
U. S., 680), the court said: “The statute (of Colo- 
rado) recognizes the fact that it is no proper busi- 
ness of a common carrier to foster particular en- 
terprises or build up new industries, but deriving its 
franchise from the legislature and depending upon 
the will of the people for its very existence, it is 
bound to deal fairly with the public, to extend them 
reasonable facilities for the transportation of their 
persons and property and to put all its patrons upon 


an absolute equality. So opposed is the policy of 
(Continued on page 402) 
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Current Topics 
in Washington 





A Hearing Not a Hearing.—The 
protestants in the Springfield-Kansas 
City fine coal rate matter endeavored 
to have the hearing before the sus- 
pension board made a matter of rec- 
ord, but did not succeed. Technically 
there was no hearing. Those who 
made statements of fact and those 
who made counter declarations en- 
gaged only in an informal conference. 
As a matter of fact, however, if there 
is a hearing on the subject, it will not be as interesting 
as the proceedings that took place August 5, 7 and 8, 
which days the parties to the controversy, under the 
pressure of hot resentment and under the latitude of 
argument and testimony, mixed, put forth facts and opin- 
ion, which doubtless would help the Commissioners greatly 
in dealing with the situation. Nothing ever brought out 
at a hearing can exceed in pointedness the declarations 
made at the informal conference. If the rate is allowed 
to become effective, the Commission will have no first- 
hand information until there is a hearing on formal com- 
plaints that coal rates from fields other than from Spring- 
field to Kansas City are unreasonable because so much 
higher than the rate from the capital of Illinois. Even 
then there can be no certainty that the Alton side of 
the question can be placed on the record. The Commis- 
sion, except in case of a suspension, will have no official 
knowledge of the fact that the traffic officials of the Alton 
said they considered the rate of $1.25 would be reason- 
able. Nor will they know that the coal operators testi- 
fied that the fine coal part of a mine’s production has 
become the important one of his output and in a short 
time will be the kind of coal upon which the rate should 
be based, instead of the lump, as at present. The formal 
complaints will not be a tenth as illuminating as the 
informal conference declarations. 





Public Ignorant of Events.—So far as the general public, 
in the eastern part of the country at least, knows abso- 
lutely nothing has been done recently by the Commission 
warranting a moment’s thought. Hardly a word of com- 
ment has been made on the fact that, in deciding the St. 
Louis Business Men’s League complaint, the Commission 
asserted the power of wiping legislation enacted by a 
“sovereign state” off the books, whenever, in its opinion, 
the transportation rates made by such authority places 
an “unlawful burden upon interstate commerce.” The re- 
ports, in the newspapers, gave not the slightest indication 
that the federal regulating body, so far as it can, has 
already put into effect the platform declaration of one 
of the big political parties in favor of unified control 
over transportation rates. Yet only a few years ago men 
were ready to fight for the proposition that two cents a 
mile is enough to pay for riding on a passenger train, 
which is what many state legislatures said, because, up 
to that time, there was no federal body prepared to say 
that was enough. The Frenchman may blow up over 
something to-day, and, figuratively speaking, forget all 
about it to-morrow, but as a forgetter, the American seems 
to take respectable rank. 





Commissioners.—As_ dissenters 


Dissenting Commerce 
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each of the Commissioners is entitled to place the ribbon 
of the Railroad Rate Legion of Honor in his buttonhole and 
declare that he is “some pumpkins,” if that be the proper 
way of expressing self-appreciation. Commissioner Dan- 
iels set the vogue, so to say two years ago when he said 
flat-footedly that the eastern railroads should have the 
five per cent advance they received a few months later. 
Then, when his colleagues changed their opinion and said 
the carriers should have the five per cent advance, Judge 
Clements, the veteran, growled through his moustache that 
what the railroads needed was higher figures of tonnage 
to carry rather than higher rates. He was commenting on 
statistics concerning tonnage in the months preceding the 
outbreak of the war, because no figures concerning the 
effect of the war on the railroads had been compiled when 
the case was reopened and nothing definite about the 
effect of the war was known when the additional testi- 
mony was taken. Then came Charles Caldwell McChord 
with his dissent in the Nashville live stock switching 
case, and then Henry Clay Hall in the Louisville closed 
terminals matter each saying things pleasing to the ears 
of shippers. Now this week it is Commissioner Harlan 
falling into step with those mentioned and Chairman 
Meyer, with dissents believed to be of such a character 
as to please those who nearly always take the shippers’ 
side in a controversy. In effect, Harlan asked where, if 
not at the Commission should a shipper be able to get a 
declaration that a railroad has made an unreasonable 
charge when it has collected freight on something it did 
not deliver. The express companies are said to settle 
claims for shortage in shipments of berries and things of 
that kind on the basis of making the shipper whole as 
if the berries had been sold by the commission man. In 
that way they get the profit of the commission man and 
the freight on what they did not deliver for the con- 
signor, just as if they had a right to see to it that no 
shipper made a profit through the misfortune they suf- 
fered when they lost the berries. Settlements, if made 
on that basis, to be other than jug-handled, would re- 
quire the companies to stand losses, made by shippers but 
they do not. 





Question Raised by Coal Controversy.—The Kansas City 
fine coal rate controversy brought out the query whether 
carriers in a given territory should not be forced to under- 
take the justification of a rate that has been made be- 
cause they acted together in getting it raised. The west- 
ern carriers, as a group, swore that the Alton needed to 
have the $1.80 rate then applying on all kinds of coal 
from Springfield raised to $1.90 before receiving just com- 
pensation for carrying coal from Springfield to Missouri 
River points. The Commission agreed with them. Now 
the Alton is singly fighting for the $1.25 rate and, if it 
becomes effective, no allegation of discrimination can be 
brought against the roads that acted as partners of the 
Alton in getting not merely the Springfield-Kansas City 
rate, but every other coal rate in that middle western 
country put up. The views of the other carriers cannot 
be made a part of the record in this controversy. All 
the shippers opposed the advances in coal rates. Now 
one of the railroads and some of the shippers are backing 
the proposition that $1.25 will be a reasonable rate on 
fine coal, although $1.80 was not high enough a few months 
ago. What a lovely political row it would stir up if 
Congress undertook to exercise its power to make rates, 
instead of committing that disagreeable duty to the Com- 
mission, with probably the delegation in Congress from 
each of the states concerned divided. Of course, rate bills 





would become the subject of log-rolling the same as river 
and harbor, public building, pension and good roads bills. 
The rate bill, under such a condition, would become the 
largest measure before Congress, dwarfing all others. In 
the event of public ownership, would Congress or a com- 
mission make the rates? 


Vaudeville in Congress.—Speaking of Congress, “it is 
to laugh” over the speech made by Representative Hamill 
of New Jersey, on August 4, taking for his text a con- 
fused notion as to what Col. Beverly W. Dunn has to do 
with the framing of rules governing the transportation 
of explosives. Hamill used his rhetorical spurs on Dunn 
and on the Commission, holding them equally responsible 
for an explosion caused in warehouses on the water front 
by a fire on a barge in the river. He manhandled Dunn 
on the theory that he is a lobbyist for the ammunition 
makers persuading the Commission to adopt weak and 
useless rules to govern the carriage of dangerous articles. 
Shippers of dangerous articles must have groaned when 
they realized they are paying some share of the $7,500 
a year to kep Hamill and his density in Congress. Some 
day Hamill will use his spurs on the Commission and 
R. N. Collyer, R. H. Countiss E. B. Boyd, F. A. Leland, 
Eugene Morris, “Bob” Fyfe, R. W. Powe and the rest of 
the fraternity of classification and tariff agents, for not 
filing rates and ratings high enough to keep cars from 
wandering from the right-of-way and killing some of his 
constituents or their cattle. Dunn works for the railroads, 
making tests to ascertain the best kind of packing for 
dangerous articles and formulating rules to be obeyed 
by shippers. The latter often intimate he is a horse thief 
because of the burdens he persuades the Commission to 
place on them, but until Hamill spoke he never knew 
the rules were lax through his pernicious efforts with the 
Commission to prevent the stringent rules for the protec- 
tion of life and railroad equipment, which, generally speak- 
ing, is not insured. A. E. H. 


POMERENE BILL PASSED 


THE TRAFFIC SERVICE NEWS BUREAU, 

Colorado Building, Washington, D. C. 

Without debate or roll call, amended as proposed by 

Representative Adamson’s committee, as a result of con- 

ference between F. B. James and C. C. Wright, the 

Pomerene bill passed the House in the afternoon of Au- 

gust 9. Senator Pomerene expects the Senate to agree 

to the changes made by the House without delay, so that 

the bill will become a law long before Congress adjourns 
seems assured. 


The passage of the bill was unspectacular. There 
was not a word of debate and only a minimum of 
explanation. Chairman Adamson, under the agreement 
entered into a week ago, called up the bill and said that 
he believed everybody understood the measure and the 
reasons for its passage. Several members asked if any 
changes other than those proposed by the committee 
would be needed to make the measure conform to the 
views expressed by the United States Chamber of Com- 
merce, the Nashville Industrial Traffic League, and other 
organizations which have shown an interest in the subject. 
Mr. Adamson said that, so far as he knew, the bill was 
in such form as to satisfy the advocates of the reform 
and he hoped the House would dispose of the matter. 

The amendment agreed to at the conference between 
Francis B. James, representing the shippers, and C. C. 
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Wright, representing the carriers, together with verbal 
amendments suggested by the committee, were adopted 
en bloc. 

The Rutland Railroad has raised the question as to 
whether, when the Pomerene bill of lading bill becomes 
the law, as it will shortly, it will be possible to issue 
split bills of lading on cargoes of grain sent rail-lake- 
and-rail or lake-and-rail, as has been the custom. Georg? 
Cassidy, general freight agent of the company, asked the 
question because Representative Greene, of Vermont, askeil 
him about it, Mr. Greene having had the query put to him 
by a constituent, The question Mr. Cassidy asked E. W. 
Lawrence, general attorney for the railroad company, was 
inserted in the Congressional Record by Mr. Greene, so 
that Chairman Adamson of the committee on interstate 
and foreign commerce might answer it. The Georgian 
said that either the railroad or the boat company can 
issue a bill of lading. He said, however, he doubted “the 
banking operation on such a bill of lading.” His language 
implied, to those who think they have a glimmering of 
understanding of the subject, that he doubted whether a 
bank would accept a “split” bill of lading as security for 
money. The letter raising the question is as follows: 


Am inclosing communication addressed to me by Congress- 
man Greene under date July 27 and 28, together with copy of 
the so-called Pomerene bill of lading bill. 

At the time we were operating the Rutland Transit Co.’s 
steamers it was our practice to issue so-called split bills of 
lading. Certain parcels of grain would be loaded into steamers 
and Chicago and the lake line bill of lading given for the entire 
amount. say, 60,000 bushels. The owners of the grain, of 
course, desired to be in position to dispose of the same im- 
mediately after shipment, and the Rutland Railroad issued 
so-called bills of lading against the shipment as called for by 
original shipper. 

As an illustration, in the case of 60,000 bushels corn received 
from steamer the owners might sell that day 10 carload lots of 
1,000 bushels each, and the Rutland Railroad issue 10 bills of 
lading for the 10,000 bushels, each covering 1,000 bushels, dating 
the bills of lading Ogdensburg, N. Y., and noting thereon the 
steamer and date forwarded from Chicago. When the split bills 
of lading were handed shippers indorsement to that effect was 
made on the lake line bill of lading as a protection to us. 


It was practically impossible for us to have secured any grain 
cargoes unless we were in position to issue bills of lading prior 
to the grain having been loaded into cars. The owners of the 
grain at Chicago naturally desired to sell the same quickly, and, 
in our judgment, the traffic would have ceased had we not 
issued bills of lading for carload lots prior to the time of 
loading into cars. By issuing bills of lading on carload lots the 
owners were able to make immediate sales, whereas otherwise 
more than a week’s delay would occur after the grain left Chi- 
cago before bills of lading could have been gotten from Ogdens- 
burg to Chicago. 

This season, having disposed of the boats and leased the ele- 
vator at Ogdensburg to the Rialto Elevator Co., we found it 
necessary to continue issuing split bills of lading as in previous 
years, protecting ourselves by requiring shippers to bring their 
insurance policy to us and our agent stamp on same notifica- 
tion, as under: 

“Bills of lading Nos. —— have been issued by the Rutland 
Railroad on —— bushels, valued at $——. In the event of loss 
or damage it is agreed that the Rutland Railroad Co. becomes 
party to the settlement under this policy as their interest may 
appear, as specified hereon.”’ 

Section 41 of the Pomerene bill would appear to put a stop 
to the methods we have heretofore employed, which, of course, 


are not and have not been fraudulent. As a matter of fact, 


this company stands back of the bill of lading it issues on ex- 
lake grain as above referred to. 
With the above explanation, I trust you may get in touch 


with Congressman Greene and have the bill amended so that 
we can continue the practice of issuing split bills of lading on 
grain referred to, which is of considerable importance to us in 
the conduct of this traffic. 

It is the intention of Senator Newlands and Senator 
Pomerene to have the Senate act on the amendments 
adopted by the House as soon as possible. Inasmuch as 
the Senate passed the bill without a dissenting vote and 
the House made the amendments also without the for- 
mality of a roll call, there is no reason apparent now why 
the bill should not be signed by President Wilson so as 
to become effective about August.17 or even a day or two 


before that. 
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Decisions of Interstate Commerce Commission 


RICE FROM TEXAS AND LOUISIANA 


I. AND S. NO. 769 (40 I. C. C., 285-290) 
Submitted May 26, 1916. Opinion .No. 3807. 

1. Advances on Clean Rice Allowed.—Proposed increased rates 
on clean rice from producing points in Texas, Louisiana and 
Arkansas, from New Orleans, La., from gulf points, and 
from Memphis, Tenn., to interstate destination, with cer- 
tain exceptions, found justified. 

2. No Advances on Rough Rice.—Proposed increased rates on 
rough rice and on rice products found not justified. 





H. M. Garwood, Frank W. Gwathmey, R. Walton Moore, Fred 
G. Wright, Fred H. Wood, A. H. Culwell, William Burger, 
J. S. Hershey, H. C. Callahan, H. Booth, L. M. Hogsett and 
Baker, Botts, Parker & Garwood for respondents; J. A. Mor- 
gan and A. Pace for Texas, Arkansas and Louisiana protest- 
ants; H. H. Haines for Seaboard Rice Milling Co.; H. S. 
L’Hommedieu for Orange Board of Trade; J. H. Henderson 
and Dwight N. Lewis for Iowa shippers. 


HALL, Commissioner: 


By agency tariff schedules filed to become effective Jan. 
1, 10 and 12, 1916, the rail carriers serving the rice fields 
and mills in,the South propose an increase of 5 cents 
per 100 pounds in the carload rates on clean rice to prac- 
tically all points in the United States except points in 
far western states and also except points in the states 
east of the Mississippi River and south of the Ohio and 
Potomac rivers, exclusive of those taking Ohio River 
rates or rates related thereto, to which points increases 
are also proposed. 

In one schedule increases are proposed in less-than-car- 
load rates from Memphis, Tenn., to Ohio and Mississippi 
river crossings. 

Respondents also propose certain increases in rates on 
rough rice and rice products. 

Upon protests of the Houston Chamber of Commerce, 
rice millers and brokers in Texas and Louisiana, the 
Southern Rice Growers’ Association, and commercial clubs 
of Kansas City, Kan., St. Joseph, Mo., Omaha, Neb., and 
Sioux City, Ia., the operation of these schedules was sus- 
pended by us until April 30, 1916, and later to Oct. 30, 
1916. At the hearing the assistant commerce counsel of 
the board of railroad commissioners of Iowa presented 
objections. on behalf of dealers in that state. 

The rates affected are from producing points in Texas, 
Louisiana and Arkansas, from New Orleans, La., from Gulf 
points, and from Memphis, Tenn. 


No justification was offered for the proposed increased 
rates on rough rice and rice products. Those on less- 
than-carload shipments of clean rice are the same as the 
proposed carload rates on the same commodity for the 
same movement, and would be covered by justification of 
the latter. We shall, therefore, confine our further exam- 
ination to rates on clean rice in carloads. 

The rice crop of the United States approximately equals 
the’ domestic consumption and practically all of it is 
produced in southeastern Arkansas and in a belt in Texas 
and Louisiana some 50 miles wide from north to sauth, 
and, including the milling points, 400 miles long from east 


-to west. 





New Orleans early became the leading market and mill- 
ing point for rough rice and thus pivotal in the rate 
structure applied to clean rice. This is a milled product, 
worth at wholesale from 4 to 5 cents per pound, classified 
fifth class, minimum 4v,000 pounds, in Western Classifi- 
cation, and sixth class, any quantity, in Southern Classifi- 
cation. Under commodity rates the carload minimum is 
in some cases 24,000, in some 30,000, and in others 40,000 
pounds. The average loading is not shown definitely, but 
is probably between 35,000 and 40,000 pounds. 

When the milling industry began at New Orleans the 
rate, which here and throughout this report is stated in 
cents per 100 pounds, was 22 cents from New Orleans 
to St. Louis. This rate, established prior to 1910, was 
increased by 2 cents in 1908, and the proposed increase 
of 5 cents would make it 29 cents. 

The rates from Texas bear a relation to the rates from 
New Orleans which was in part prescribed by us. Mutual 
Rice Trade & Devel. Assn. Houston vs. I. & G. N. R. R., 
23 I. C. C., 219 (The Traffic World, April 27, 1912, p. 804). 
The present relationship between rates from New Orleans 
and rates from Memphis to points on and north of the 
Ohio River was likewise prescribed by us in Memphis 
Freight Bureau vs. I. C. R. R. Co., 30 I. C. C., 471 (The 
Traffic World, June 13, 1914, p. 1203). Generally no change 
is proposed in these adjustments. 

Rates from producing points in Texas, Louisiana and 
Arkansas to most points are differentially related to those 
from New Orleans. 

It follows that the history of the rate from New Orleans 
to St. Louis and the reasons which led to that rate may 
be taken as fairly illustrative. In making it the carriers 
had to consider water tompetition not only to St. Louis 
but to Memphis and points on the Ohio River. Memphis 
Freight Bureau vs. I. C. R. R. Co., supra. | 

While mileage has not been wholly disregarded, the 
rice rates were intended to enable growers throughout 
the producing area to compete in the various consuming 
markets, and to an extent are group rates. 

Generally the proposed rates are lower than the cor- 
responding class rates. From New Orleans to Ohio River 
crossings and St. Louis the sixth class rates average 17 
per cent higher than the proposed rates. To interior 
points in Illinois, Indiana, Michigan, Ohio and Wisconsin 
the class rates are from 9.8 to 19.6 per cent higher than 
the proposed rates. To some of the Missouri River cities 
and points beyond, where the rates are governed by West- 
ern Classification, the proposed rates from New Orleans 
and Gulf points exceed the fifth class rate in some in- 
stances by 1, in others by 2 and 8 cents. 

As already mentioned, respondents do not propose in 
the schedules under suspension to increase rates to the 
southeast from any of the originating points named. The 
rates from New Orleans, upon which the rates from the 
other points are based, have been in effect for a number 
of years with no change except some readjustment made 
to comply with the order of the Commission in Fourth 
Section Violations in the Southeast, 30 I. C. C., 153 (The 
Traffic World, May 16, 1914, p. 943). These existing rates 
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to the southeast are generally higher for similar distances 
than the proposed rates. This is illustrated by the sub- 
joined table: 


COMPARISON OF PROPOSED RATES ON CLEAN RICE, 
CARLOADS, FROM NEW ORLEANS, LA., TO CAIRO, 
ILL., EVANSVILLE, IND., ST. LOUIS, MO., AND LOUIS- 
VILLE, KY., WITH RATES ON THE SAME COMMODITY 
FROM NEW ORLEANS TO JOBBING POINTS IN SOUTH- 
EASTERN TERRITORY FOR APPROXIMATELY THE 
SAME DISTANCES. 


Distance, 

To— miles. Rate. 
hw Seca gh a tials doule olen Chia eaeenee 554 27 
I rar a Ne ne aitarg dg! Naveivh'a keto SO a 779 29 
earings orev + edie sheet eee 705 29 
So ac 5a a ar) d ank & scm bain aia aeigelgidow mee wie 697 29 
oo) a ee ee re ee ee eee 413 27 
SMM | K's wsain Bia SG oar Gd a dvb. ae bea abae eae 442 27 
NO, «ons kde 164edens tec wsbemedui eae 498 27 
6 oe ala wim a Us os anew A eae rR 493 27 
I aan Ulu is 0 6 seri wid Bema Gate ana cia sae 513 27 
ie” 554 225 ety eee eke sad caeae Soleee 609 30 
I MME. © i544. a: bra doi aqui Wek RS Ro mals eh. eee wae eee 63 29 
er te rr ee ee er mere 457 29 
EE Eee he eae ern eee 504 30 
I a ies od atk wang te aie o 9: dig amaseamaniibed 740 33 


A fair average of the distances from Texas producing 
points to St. Louis is 802 miles. For this distance the 
proposed rate of 34 cents would yield ton-mile revenue 
of 8.5 mills. The ton-mile earnings from the rice traffic 
of the Gulf, Colorado & Santa Fe Railway for the year 
ended June 30, 1915, would have been 9.3 mills if the 
proposed rates had been in effect. The average ton-mile 
earnings from all freight traffic for the same year on the 
Sunset Central lines was 9.08 and on the Santa Fe 9.7 
mills. The Louisille & Nashville Railroad, 63.5 per cent 
of the traffic of which is in products of mines, had for the 
year 1914 an average earning per ton-mile of 7.78 mills; 
and, applying the suspended rates to its rice traffic, its 
earnings therefrom would have been 7.6 mills. 

Comparisons are made with rates on sugar and green 
coffee, two other food products of about the same value as 
rice. Sugar loads somewhat heavier than rice. The trans- 
portation hazard, actual or relative, cannot be measured 
on this record. One carrier shows the amount paid by 
it for loss and damage to rice, but this fact is of little 
aid, as the quantity shipped is not shown. One shipper 
has experienced nominal damage to rice shipments and 
greater damage to sugar. 

Comparisons of rates on these three commodities are 
proper and were relied on by protestants as well as by 
respondents. Protestants insist, however, that in making 
such comparisons the same points of origin and destina- 
tion should be used and direct attention to the sugar rates 
from New Orleans to points like St. Louis and other river 
crossings, and also to the rates from Sugarland, Tex., 
which must of necessity be made with some reference 
to the rates from New Orleans. It is well known that 
the rates on sugar from New Orleans are made in com- 
petition with the water rates therefrom and with the 
rates from the north Atlantic seaboard. Rates on Sugar, 
31 1. C. C., 495 (The Traffic World, July,to December, 1914, 
p. 454); Sugar Rates from New Orleans, 32 I. C. C., 606 
(The Traffic World, Feb. 20, 1915, p. 365). The carriers 
may if they choose meet this competition without the 
resulting rates becoming the gauge of rates to non-com- 
petitive points or of rates on a commodity of similar 
transportation incidents. The use for comparison of sugar 
rates to non-competitive points is therefore warranted. 

The proposed rate of 29 cents on clean rice from New 
Orleans to St. Louis, a distance of 705. miles, would yield 
a revenue per ton-mile of 8.2 mills. Relatively to distance 
the proposed rates to points like Fort Wayne, Ind., Mil- 
waukee, Wis., and Battle Creek, Mich., are lower. Com- 
pared with these the rates on sugar from New Orleans 
to a few points are as follows: 


Yield per 

Distance, Rate, ton-mile, 

To— miles. cents. mills. 
I COPS her eer ree 552 35 12.7 
eee er ee 654 40 12.23 
Oklahoma City, Okla. ............ 677 40 11.81 


With relation to the water-compelled rate to the river 
crossings, we authorized rates on sugar in Sugar Rates 
from New Orleans, supra, of 25 cents for distances over 
the Louisville & Nashville of 360 to 529 miles and of 28 
cents for distances of 529 to 836 miles. The distances 
for which the rates then prescribed apply over lines other 
than the Louisville & Nashville were not shown. The 
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25-cent rate applied to destinations between 360 miles 
from New Orleans and the southern boundary of Ten- 
nessee, and the 28-cent rate between this boundary and 
the Ohio River. Generally, the proposed rates on clean 
rice are lower per mile than the exiating rates to non- 
competitive points on sugar. 

What has been said of sugar rates in comparison with 
rice rates applies to a comparison between the rates on 
rice and green coffee. Rice rates are not always lower 
than non-competitive rates on coffee and sugar. From 
New Orleans to interior points in Iowa and Minnesota 
the proposed rates on rice are considerably higher than 
existing rates on sugar or coffee. These rice rates, how- 
ever, would yield revenue per ton-mile and car-mile about 
the same as from rice rates to other destinations named 
in the suspended schedules. 

Comparison is also made with rates on brewers’ rice. 
This has an average value of 1% cents per pound, less 
than half that of clean rice. The carload minimum is 
40,000 pounds and the average loading is about 60,000 
pounds, higher by at least one-third than the average 
loading of clean rice. Using the rates found by us to 
have been justified in 1915 Western Rate Advance case, 
35 I. C. C., 497, 611 (The Traffic World, Aug. 14, 1915, 
p. 320), it appears that the revenue per car-mile, which, 
owing to the difference in loading, is fairer in comparison 
than the revenue per ton-mile, would be practically the 
same on clean rice under the proposed rates as it is on 
brewers’ rice from the rates so approved. This appears 
more in detail from the following table, in which the 
Western Classification minimum, 40,000 pounds, for clean 
rice, is used as its average loading, although probably 
above the average, as previously stated: 


CARLOAD RATES ON CLEAN RICE (PROPOSED), AVER- 
AGE LOADING 40,000 POUNDS. 


Earn- Earn- 

ings per ings per 

From New Distance, Rate, ton-mile, car-mile, 
Orleans, La., to— miles. eents. mills. cents. 
= ere Sr 556 27.0 9.7 19.4 
eee eee 920 35.0 7.6 15.2 
Cimereeett, ORO ..ccscccce 836 32.0 ym 15.4 
RT, TAs occnccsvece 748 29.0 7.8 15.6 
Milwaukee, Wis... ... 20222. 1,005 37.0 7.4 14.8 
,_. SS eee 838 35.0 8.4 16.8 
BE, TOG, TR. ccsccvecwsss 707 29.0 8.2 16.4 


CARLOAD RATES ON BREWERS’ RICE, AVERAGE LOAD- 
ING 60,000 POUNDS. 


Earn- Earn- 

ings per ings per 

From New Distance, Rate, ton-mile, car-mile, 
Orleans, La., to— miles. cents. mills. cents. 
COLE, iddecsnceudnn naan 556 17.5 6.3 18.9 
ESS Sr er 920 23.5 5.1 15.3 
Cimoismati, Olio ....cscece 836 22.0 5.3 15.9 
ee ee 748 20.0 5.3 15.9 
Milwaukee, Wis. ........- 1,005 25.5 5.1 15.3 
eh eae 838 23.5 5.6 16.8 
BE ER, BAO. cise ccvccces 707 20.0 5.7 17.1 


Other comparisons were made, as with rates on flour 
from grain-producing points in Kansas to Houston, which 
in some instances yield higher and in others lower revenue 
per ton-mile than would the proposed rates on rice from 
producing points in Texas to consuming points in Kansas; 
and with rates on mahogany lumber, lumber, alcohol and 
turpentine, commodities not sufficiently similar to rice to 
eall for analysis of the comparisons thereof relied upon 
by protestants. 

To points in Iowa from Lake Charles, La., the rates 
on cowpeas, a commodity bearing some transportation 
analogy to rice, are generally lower, although in a few in- 
stances higher than the rates on rice. 

The proposed rates to Iowa, for carloads, are as high 
in some instances as the less-than-carload commodity rates 
permitted to be canceled in 1915 Western Rate Advance 
case, supra. 


The present through rates on rice from New Orleans and 
Gulf points to interior Iowa points exceed the rates to 
Keokuk, Fort Madison, Burlington, Muscatine, Clinton and 
Dubuque, Ia., plus the local intrastate rates from these 
points to the interior points, by amounts ranging from 
0.3 to 2.3 cents. These rates, it appears, are on file with 
this Commission, to be applied when no through rates are 
published. The same excess of the through rate over the 
combination of the intermediate rates will exist should 
the increased rates become effective. These are in vio- 
lation of the intermediate clause of section 4 of the Act 
to regulate commerce. Through Rates to Points in Louisi- 
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ana and Texas, 38 I. C. C., 153, 163, 164 (The Traffic World, 
March 11, 1916, p. 536). 

The schedules under suspension propose increased rates 
to points east of Pittsburgh, Pa., in the interior of Penn- 
sylvania, New York and New England, and Atlantic ports, 
from points in southwestern Louisiana without a corre- 
sponding increase from points in southeastern Texas. 
There appears to be no reason why the rates from south- 
western Louisiana should be higher than from southeast- 
ern Texas and respondents will be expected to restore the 
parity formerly prevailing. 

As already stated, to some of the Missouri River cities 
and points beyond, where the rates are governed by 
Western Classification, the proposed rates from New Or- 
leans and Gulf points exceed the fifth class rate. To the 
extent of this excess we find that they have not been 
justified. We are further of opinion and find that the 
proposed rates from New Orleans and Gulf points to in- 
terior Iowa points have not been justified to the extent 
that they exceed the aggregate of intermediate rates sub- 
ject to the act. With these exceptions we find that the 
rates on clean rice named in the schedules under sus- 
pension have been justified. 

We are further of opinion and find that the proposed 
rates on rough rice and rice products have not been justi- 
fied and must be canceled. An order conforming to these 
findings will be entered. 


RATE ON SAND 


In 7504, Wedron White Sand Company vs. C., B. & Q. 
et al., Opinion No. 3838, 40 I. C. C., 483-4, the Commission 
held the rate on sand from Wedron, IIl., to Salt Lake City 
had not been shown to be unreasonable and has dis- 
missed the complaint. 


THE ISAAC JOSEPH CASE 


CASE NO. 6924 (40 I. C. C., 525-5256) 
ISAAC JOSEPH IRON CO. VS. MORGAN’S LOUISIANA 
& TEXAS RAILROAD & STEAMSHIP CO. ET AL. 
Fourth Section Application No. 461. 

Submitted June 16, 1916. Opinion No. 3851. 


Conclusions reached in the original report in this case ad- 
hered to. 





H. C. Barnes, Ellis & Donaldson and C. E. Cotterill for com- 
plainant; Denegre, Leovy & Chaffe; Baker, Botts, Parker & 
Garwood and F. H. Wood for defendants. 


BY THE COMMISSION: 

This case was reopened upon defendants’ entinies for 
further consideration upon brief. The original report 
appears in 37 I. C. C., 591 (The Traffic World, Feb. 12, 
1916, p. 345). 

For the purposes of this report it is sufficient to say 
that a rate of 30 cents per 100 pounds was charged on 
certain shipments of scrap iron from Houston, Tex., to 
Chicago, Ill., via New Orleans, La. There was contem- 
poraneously in effect a proportional rate of 914 cents per 
100 pounds from Houston to New Orleans “when destined 
to points beyond to which no through rates are published,” 
and a rate of $3.31 per net ton from New Orleans to 
Chicago. The rate charged exceeded the combination 
rate by 79 cents per ton. We held that the 9%-cent pro- 
portional rate was not so restricted or limited as to make 
it inapplicable as a factor in constructing a through rate 
to Chicago had there been no joint rate in effect, and we 
found that the joint rate of 30 cents was unreasonable to 
the extent that it exceeded the combination of interme- 
diate rates contemporaneously in effect. Orders were 
entered for reparation and denying relief from the aggre- 
gate of intermediates rule of the fourth section. When 
the case was reopened, the order for reparation was 
vacated and set aside, but the fourth section order was 
continued in full force and effect. 

In Windsor Turned Goods Co. vs. C. & O. Ry. Co., 18 
I. C. C., 162 (The Traffic World, April 23, 1910, p. 498), 
we dealt with an analogous situation, and said: 


The fair measure of the reasonableness of a joint through 
rate that exceeds the combination between the same points via 
the same route is and will hereafter be held to be the lowest 
combination that would lawfully apply if the joint through 
rate were canceled, 
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That rule is affirmed and it applies in the instant case. 
We adhere to our previous decision, and will accordingly 
re-enter the order for reparation. 

The petition -for rehearing was filed because certain 
carriers construed our decision as a ruling that all re- 
stricted proportional rates were to be considered in de- 
termining whether or not the through rate exceeds the 
ageregate of the intermediate rates. It is to be under- 
stood that we are dealing only with the facts in this 
case, including the fact that the proportional rate in 
question was not so properly restricted or limited as to 
make its application definite, clear or ascertainable, and 
what we have here held is not to be construed as applic- 
able in cases where the use of proportional rates is prop- 
erly defined. 


DANIELS, Commissioner, dissenting: 
Unqualifiedly disapproving the character of the item 


‘ earrying said proportional rate of 9% cents, I am unable 


to accord it any validity whatever by using it as a factor 
in the aggregate of intermediates in relation to which a 
lawful through rate is determined for the purpose of 
measuring damage on which to award reparation. 


RATES ON LUMBER 


An order of dismissal has been entered in No. 7917, 
Chattahoochee Lumber Company vs. A. C. L. et al., and 
part of Fourth Section Application Nos. 703 and 15 548, the 
Commission holding rates on lumber from Lela and 
and Eleanor, Ga., to Danville, Va., had not been shown 
to. be either unreasonable or unduly prejudicial. Opinion 
No. 3859, 40 I. C. C., 541-3. 


RECONSIGNMENT IN TRANSIT 


The complaint of the Western Consolidated Coal Com- 
pany vs. Chicago, Terre Haute & Southeastern, No. 7445, 
opinion No. 3860, 40 I. C. C., 543-5, has been dismissed, 
the Commission holding the charge for reconsigning in 
transit a carload of coal from St. Clare, Ind., to Chicago 
had not been shown to be unreasonable. 


RATE ON HOGS 


The complaint of Armour & Co. vs. Chicago & N. W. 
et al., No. 7173, Opinion No. 3872, 40 I. C. C., 609-10, has 
been dismissed, the Commission deciding the rate charged 
on live hogs from Sioux City, Ia., to East St. Louis had 
not been shown to be unreasonable. 


DEMURRAGE ON HAY 


The Commissionn has dismissed No. 7937, Marion G. 
Dinsmore, trading as T. M. Dinsmore & Co., vs. Phila- 
delphia, Baltimore & Washington, Opinion No. 3876, 40 
I. C. C., 618, holding the demurrage charges collected for 





the detention of a carload of hay at Baltimore was not 


unreasonable. 


RATE ON SHOVELS 


Reparation has been awarded in No. 8014, Prusia Hard- 
ware Company vs. C., H. & D. et al., Opinion No. 3892, 
40 I. C. C., 747-9, on account of an unreasonable rate on 
shovels from Piqua, O., to Fort Dodge, Ia., to the extent 
that it exceeded the aggregate of intermediates on Chicago. 


RATES ON POTATOES 


CASE NO. 8075 (40 I. C. C., 750-755) 

EASTERN SHORE OF VIRGINIA PRODUCE EXCHANGE 

_VS. NEW YORK, PHILADELPHIA & NORFOLK 
RAILROAD CO. ET AL. 


Submitted Dec. 16, 1915. Opinion No. 3893. 


Upon complaint that rates on potatoes from points on the 
line of the New York, Philadelphia & Norfolk Railroad in 
Accomac and Northampton counties, Va., to points in the 
states of North Carolina, South Carolina, Georgia, Alabama, 
Florida, Louisiana and Tennessee are unreasonable and 
unduly preferential and that no reasonable through routes 
and joint rates are maintained by defendants; Held, That 
the existing through routes and rates applicable thereto 
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have been shown to be reasonable and non-preferential. 
Complaint dismissed. 





N. B. Wescott, James E. Heath and Cadwallader J. Collins 
for complainant. R. Walton Moore and Charles D. Drayton 
for defendants, 


ce 
HALL, Commissioner: 


In our report in Docket No. 8039, ante, page 328, we 
considered the rates on vegetables and berries from points 
in Accomac and Northampton counties, Virginia, on the 
line of the New York, Philadelphia & Norfolk Railroad, 
to destinations in the West. By its complaint in this 
proceeding the same complainant alleges that the rates 
on white and sweet potatoes from the same points of 
origin to points in the states of North Carolina, South 
Carolina, Georgia, Alabama, Florida, Louisiana and Ten- 
nessee are unreasonable and unduly preferential. It fur- 
ther alleges that no reasonable through routes and joint 
rates are maintained by defendants between the points 
mentioned. The establishment of through routes and of 
reasonable and non-preferential rates applicable thereto, is 
prayed. 

The territory of origin named in the complaint and the 
carriers serving this territory are sufficiently described 
in the preceding report, ante, pages 329 and 330. The 
points of destination will be referred to as southeastern 
territory. 

Although complainant asks for the establishment of 
through routes, it appeared at the hearing that these 
exist. The only question, therefore, is as to the propriety 
of the rates applied by defendants to this traffic. 

Complainant has regarded southeastern territory as a 
market for potatoes grown in the counties referred to, 
particularly white potatoes, but it is asserted that the 
freight rates are so high that a large business has not 
been and cannot be built up. Competition the complainant 
has found in the territory in question is largely from 
Norfolk and New Jersey, there being little competition 
from Baltimore, Philadelphia or other points. 

The rates on both white and sweet potatoes from all 
stations on the New York, Philadelphia & Norfolk in 
Accomac and Northampton counties to the same points 
in this southeastern territory are blanketed and are made 
by combination of the local rate to Norfolk and the local 
rate from Norfolk to destination. To Norfolk the traffic 
moves on a commodity rate, and to many of the points 
beyond commodity rates apply. Defendants are willing to 
publish joint rates on the basis of the present combination 
of rates to and from Norfolk. 

Little was shown by complainant in support of its charge 
that the through rates are unreasonable per se, except the 
fact that they are tue sum of the local rates to and from 
Norfolk. 

The lines leading south from Norfolk do not publish 
joint class or commodity rates from stations on the New 
York, Philadelphia & Norfolk. The rates in question are, 
therefore, on the usual basis. 

Prior to Feb. 23, 1915, the rate on potatoes of both kinds 
from the eastern shore points named in the complaint 
to Norfolk was 20 cents per barrel, any quantity, applica- 
ble to both state and interstate shipments.. On that date 
the interstate rate was increased to 21 cents, following 
the Five Per Cent case, 32 I. C. C., 325 (The Traffic World, 
Dec. 26, 1914, p. 1152). No similar increase has as yet 
been allowed by the Virginia Corporation Commission, but 
that commission has investigated and approved the rate 
of 20 cents. 

The estimated weight per barrel of white potatoes is 
175 pounds and of sweet potatoes 155 pounds. The barrel 
rate is, therefore, equivalent to a rate of 12 cents per 
100 pounds on white potatoes and of 13.5 cents on sweet 
potatoes. 

In Official Classification territory potatoes of both kinds 
are rated fifth class in carloads. From these stations on 
the New York, Philadelphia & Norfolk the fifth class rate 
on traffic to Norfolk ranges from 14.7 cents to 13.7 cents 
per 100 pounds. It was testified for defendants that the 
rate of 21 cents per barrel, any quantity, to Norfolk was 
established to meet competition from boat lines operating 
along the eastern shore of Virginia. 

Traffic to southeastern territory from points between 
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Newport News and Richmond on the Chesapeake & Ohio, 
as well as from points on the Virginian Railway and the 
Norfolk Southern, moves through Norfolk, and the rates 
are made by combination of the local rates to and from 
Norfolk. Rates to Norfolk on potatoes from points on 
these lines are shown in the following table, together with 
the rate from the stations named in the complaint. 
Throughout this report rates are stated in cents per 100 
pounds, except as otherwise noted. 


Distance Rate 
From— (miles) C. L. L. C. L. 
Cc. & O. Ry. stations: 
I WO. cin Sas chad ia es cote wen 37 8 12 
NS TN, - hire wacked cam Valeedisra Gea 49 10 13 
CE ccectere kana amuekeetted wade 56 11 14 
WU ka ne ccteens ak seus veda aes 67 12 15 
TG acre Ja Gay da Wes oc inte seln 72 13 16 
BE, URS. Las :cs bem sabice dase gos earne 85 14 18 
I eR i te Nh ai oe casi Snaun ar Gina wR 95 16 18 
Virginian Ry. stations: 
I FE Soar, a Marc Gaus oa bea pw aes 6% eee 37 *18 *18 
ee er ee ee ee 42 10 15 
NT EDs pare Wins GE isla g Acme ee Mie 5d 11 16 
i, Sr ere a er 62 11 17 
STOUR  \aca:a @ibin Saco cb we wca ie Swan Svinte 74 12 12 
NT i gi no, Cis les Wn kb maaiea eels 81 12 19 
RG Re © on pepe G/piars de ham sik nen ee So 92 13 20 
Norfolk Southern staticns: 
Snowden, A, PSE as ee 40 *20 *20 
Ne, a oe 53 20 20 
I Ml cies acca wsccicclaeene 61 22 22 
EE FO Mia onc nooo a duheb de eeaa ane 71 22 22 
a a ere 84 22 22 
I E,W iron ahaa maliicehaiers Gums eines 96 25 25 
N. Y., P. & N. stations: Cape Charles 
to New Church, inclusive.......... 765 *21 *21 


*Per barrel crate. +Average distance. 


The general basis of rates on both kinds of potatoes, in 
carloads, from Norfolk to destinations in the South is sixth 
class. To many of the destinations, however, commodity 
rates apply which are lower than the sixth class rates. 
Defendants insist that the rates from Norfolk to destina- 
tions in the South are abnormally low. Since the hearing 
in this case some of these rates have been increased and 
others decreased as a result of the discriminations found 
in Fourth Section Violations in the Southeast, 30 I. C. C., 
153 (The Traffic World, May 16, 1914, p. 943). The rates 
published to comply with our order in that case became 
effective Jan. 1, 1916. The carload rates on both kinds 
of potatoes from Norfolk to various points in southeastern 
territory in effect prior to Jan. 1, 1916, those in effect 
since that date, and those in effect from Cincinnati, O., 
to the same destinations, both before and since Jan. 1, 
1916, are shown in the following table. The distances 
given are taken from an exhibit filed by defendants. 


Carload Rates Carload Rates 
from Norfolk from Cincinnati 
‘On and On and 
Dis- Before after Dis- Before after 
tance, Jan.1, Jan. tance, Jan.1, Jan. 


_ To— Miles 1916 1,1916 Miles 1916 1, 1916 
Anniston, Ala. ....... 701 31 38 478 32 38 
Birmingham, Ala. .... 764 31 38 479 32 38 
Gegemem, Ale. 6.2.2. 729 31 38 427 32 38 
Mobile, Ala. .......... 951 41 39 750 33 34 
Montgomery, Ala. ... 772 31 38 605 QA 38 
WO, BM a vcicccoce 822 31 38 588 35 38 
CGEM, BUM, occ cc cous 706 31 41 583 39 42 
mene, GR, kccsccccn 680 35 38 661 41 44, 
AMPOTICUS, GH. 2.6000. 650 35 38 631 41 44 
pS ere 524 31 35 547 35 40 
CS 507 3 35 474 35 38 
ae 456 22 27 645 35 38 
Columbus, Ga. ....... 680 31 36 577 39 42 
pS ee ee 581 31 35 561 35 38 
La Grange, Ga......... 668 31 38 530 50 42 
aang aoc 671 31 35 414 35 38 
West Point, Ga........ 684 31 41 561 39 42 
New Orleans, La...... 1,090 43 39 834 33 34 
Albemarle, N. C....... 351 25 25 581 29 29 
Se. ee + ee 349 25 25 555 29 29 
Durham, yy eee 172 21 21 586 25 25 
Fayetteville, N. C..... 207 20 20 663 29 29 
Gastonia, We sregichns 385 31 31 533 38 38 
Greensvoro, NM. C....... 270 21 21 584 25 25 
High Point, N. C...... 286 24 24 600 28 28 
cp OS. eee 324 25 25 579 29 29 
pO. a eee 175 21 21 639 25 25 
Satenury, WN. C..00... 320 25 25 550 29 29 
AS A eee 410 33 33 505 41 41 
Winston-Salem, N. C. 299 21 21 578 25 25 
Anderson, 8. C.... 066 507 31 31 543 38 38 
eee ee 378 3 27 573 38 38 
Greenville, S. C....... 461 3 31 506 38 38 
Greenwood, S. C....... 443 3 31 566 38 38 
eS ey eee ee 425 31 31 518 38 38 
Spartanburg, S. C..... 439 31 31 479 38 38 
Chattanooga, Tenn. .. 650 31 35 336 26 28 
Greeneville, Tenn. .... 465 37 40 354 29 3 
Jackson, Tenn, .,...... 954 46 52 420 3 33 
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Johnson City, Tenn.... 433 37 34 386 29 33 


Knoxville, Tenn. ..... 539 37 34 280 26 28 
Memphis, Tenn. ...... 960 35 34 494 26 27 


Morristown, Tenn. .... 497 37 34 322 29 33 
Nashville, Tenn. 5 5 


In support of their contention that the rates from Nor- 
folk are upon an unusually low basis the defendants cite 
the rates from Cincinnati. Various other rates were re- 
ferred to for the same purpose, and the showing made 
by such comparisons is similar. 

The present rates on white potatoes from stations on 
the New York, Philadelphia & Norfolk to representative 
destinations in southeastern territory, the average dis- 
tance and the ton-mile, car, and car-mile earnings, are 
shown in the foHowing table. Owing to the difference 
the estimated weights per barrel of sweet and white pota- 
toes the through rates on sweet potatoes are slightly 
higher. 


Barn- 

Earnings ings 

Per Per 

Ton- Earnings Car- 

Distance, Rate, Mile, Per Mile, 

To— Miles Cents Mills Car Cents 
Birmingham, Ala. .. 829 50 12.1 $150 18 
Alpe, GR. kc cees 662 47 14.2 141 21 
West Point, Ga..... 749 53 14.2 159 21 
New Orleans, La....1,155 51 8.8 153 13 
Greensboro, N. C... 335 33 19.7 99 29 
Shetey, MM. Coccccuce 475 45 18.9 125 28 
Columitite, ©. C...0 443 39 17.6 117 26 
Spartanburg, S. C... 504 43 17.1 129 20 
Chattanooga, Tenn.. 715 47 13.1 141 20 
Knoxville, Tenn. ... 604 46 15.2 138 23 
Nashville, Tenn. ... 820 45 11 135 16 


We are of opinion and find that the rates assailed are 
reasonable. 

Complainant urges that inasmuch as the Norfolk 
rate applies from Newport News, West Point, Roanoke 
and Lynchburg, Va., the same rate should be extended to 
Cape Charles. 

In Chamber of Commerce of Newport News vs. S. Ry. 
Co., 23 I. C. C., 345 (The Traffic World, May 18, 1912, p. 
874), we found that the maintenance of rates from Norfolk 
to points south and west thereof lower than were con- 
temporaneously maintained from Newport News to the 
same points was unduly prejudicial to the latter. To com- 
ply with our order in that case defendants published rates 
from Newport News which were the same as those then 
in effect from Norfolk. From Newport News, as from 
Cape Charles, the service to Norfolk is by car floats and 
barges. The distance from Cape Charles is 36 miles and 
from Newport News 12 miles. 

West Point is the eastern terminus of the Southern Rail- 
way’s Richmond division. There is active water compe- 
tition to and from West Point, and it has always taken 
the same rates as Norfolk, Roanoke, Lynchburg and other 
so-called “Virginia cities.” From Roanoke and Lynch- 
burg as well as from West Point the traffic moves all 
rail and to many of the destinations in southeastern ter- 
ritory, as, for instance, Atlanta, by one-line haul over the 
Southern. 

Complainant also refers to the rates on potatoes from 
Freehold, N. J., Baltimore, Md., and stations on the Penn- 
sylvania system from Philadelphia to Delmar, Del. At 
the time of the hearing the rates from all these points to 
nearly all destinations in the Southeast were slightly 
lower than from points on the New York, Philadelphia & 
Norfolk. 

Defendants explained that this adjustment was the re- 
sult of water competition to south Atlantic ports, and the 
low scales of rates applicable thence to interior points. 
On traffic from north of Wilmington, Del., the rates devi- 
ated from the long-and-short-haul rule of the fourth sec- 
tion. It was said for defendants that these departures 
would be corrected by the rates to be published in com- 
pliance with our order in Fourth Section Violations in 
the Southeast, supra. But the tariffs which became effect- 
ive Jan. 1, 1916, will show some rates from more distant 
points which are lower than rates from points on the New 
York, Philadelphia & Norfolk. The applications covering 
these departures were not set for hearing in connection 
with this case and cannot be disposed of here. 

It is clear from the record that transportation conditions 
affecting traffic from the points cited are different from 
those which attend shipments from the eastern shore of 
Virginia. In the light of these conditions we find that 
the rates under review are not unduly preferential. 
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The present rate to Norfolk is established upon a pack- 
age basis, while the rates south from Norfolk are gen- 
erally published per 100 pounds. It would seem desirable 
that the through rates be published upon a common basis, 
and defendants will be expected to establish joint rates 
on the basis of the combination of rates now in effect to 
and from Norfolk. 

The complaint will be dismissed. 


RATES ON PLASTER, ETC. 


CASE NO. 5626 (41 I. C. C., 1-9) 
GRAND RAPIDS PLASTER CO. VS. LAKE SHORE & 
MICHIGAN SOUTHERN RAILWAY CO. ET AL. 





FOURTH SECTION APPLICATION NO. 10596. 


Submitted Jan. 13, 1916. Opinion No. 3894. 

1. Prejudice against Grand Rapids to be removed.—Readjust- 
ment of rates on plaster and other gypsum products from 
Fort Dodge, Gypsum and Mineral City, Iowa, on the one 
hand, and Grand Rapids, Mich., on the other, to destina- 
tions in northern Illinois and southern Wisconsin, as de- 
fined in this proceeding, proposed by defendants as a result 
of our findings in our previous report, 34 I. C. C., 202, ap- 
proved as modified. Defendants required to remove the 
existing undue and unreasonable prejudice and disadvan- 
tage to Grand Rapids and complainant. 

2. Fourth section relief granted.—Upon showing that plaster 
and other gypsum products from Fort Dodge, Gypsum and 
Mineral City, marketed at Chicago, Ill., and Milwaukee, 
Wis., encounter at those points keen competition from the 
same kind of commodities transported from Grand Rapids, 
and from sand and lime produced at nearby points, while 
the competition at intermediate points is far less severe, 
Held, That relief should be granted from the long-and- 
short-haul rule of the fourth section. 


E. L. Ewing for complainant. D. P. Connell for New York 
Central Railroad Company, Michigan Central Railroad Com- 
pany, Pere Marquette Railroad Company, Grand Rapids & In- 
diana Railway Company and other defendants operating in 
Central Freight Association territory. R. V. Fletcher, A. P. 
Humburg, Garrad Winston, C. C. Wright, R. H. Widdicombe, 
Oo. W. Dynes, J. N. Davis, W. F. Dickinson and Wallace T. 
Hughes for Illinois Central Railroad Company; Chicago Great 
Western Railroad Company; Fort Dodge, Des Moines & South- 
ern Railroad Company; Chicago & North Western Railway 
Company; Chicago, Milwaukee & St. Paul Railway Company; 
Chicago, Rock Island & Pacific Railway Company and Jacob 
M. Dickinson, its receiver, and other defendants operating in 
Western Classification territory. 


HALL, Commissioner: 
This proceeding is again before us, upon Fourth Sec- 
tion Application No. 10596, filed by E. B. Boyd, as agent 


‘for certain interested carriers from Fort Dodge, Gypsum 


and Mineral City, Ia., and upon petition of the defendants 
in this case for approval of proposed rates, including 
those specified in the application, purporting to be in 
compliance with our original report in Grand Rapids Plas- 
ter Co. vs. L. S. & M. S. Ry. Co., 34 I. C. C., 202 (The 
Traffic World, June 26, 1915, p. 1385). 

We there said that the circumstances and conditions 
governing the transportation of plaster and other gypsum 
products, in carloads, from Grand Rapids, Mich., on the 
one hand, and Fort Dodge, Ia., on the other, to destina- 
tions in Illinois north of an east and west line passing 
through Peoria and in Wisconsin south of an east and, 
west line passing through Sheboygan, “do not warrant 
rates on plaster and other gypsum products from Grand 
Rapids that are relatively higher than those contempo- 
raneously maintained on the same articles from Fort 
Dodge;” that “the maintenance of higher minimum weights 
for carloads from Grand Rapids than from Fort Dodge 
to this territory is an unjust discrimination against Grand 
Rapids,” and that defendants would be expected to make 
such readjustment of their rates as would. eliminate the 
unjust discrimination. 

Defendants have filed a proposed readjustment, and 
after full hearing and argument the matter has been 
submitted again for disposition. 

Proposed rates are named to representative polute only, 
defendants stating that they would complete the details 
of the adjustment when advised as to our views. 

The present and proposed rates on plaster, stucco and 
articles taking the same rates, not including gypsum 


rock, and the short-line distances from Grand Rapids 
and Fort Dodge to the representative points in northern 
Illinois and southern Wisconsin, are shown in the follow- 
ing table, which also shows the ton-mile earnings under 
the proposed rates. 


The rates from Fort Dodge apply 











386 THE TRAFFIC WORLD Vol. XVIII, No. 7 
also from Gypsum and Mineral City, Ia., and Fort Dodge Streator, » Apbahlaetaage =f = Law 74 
will be taken as representative of the three. Rates do per tere rr ae 10.0 10.0 6.6 
throughout this report are stated in cents per 100 pounds, Ogieshr. My acuweeaadenaes 304 *8.0 10.0 6.6 
to apply on plaster and other articles taking the same 4, MQovesajeersrersrecte i oy eg ot 
rates. eet *8.0 10.0 1.3 
RATES ON PLASTER, STUCCO AND ARTICLES TAKING dO. sa ieeeeeeevseeee ss 0275 30 10.0 4 
THE SAME RATES, EXCEPT GYPSUM ROCK. PER Ae siaececsne tess 313 10:0 10:0 64 
From Grand Rapids, Mich. 4 ee as oe ae #80 10.0 7.9 
Present Pro- Earnings TR. a diene 10.0 10.0 7.9 
rate, posed rate, perton- miliedgeville, Ill. ........ 272 10.0 10.0 7.4 
y minimum mini- mile under gterling, III. 256 *8.0 10.0 7.8 
" Short-line 40,000 mum 40,000 pro- og Pag pa aaa 256 10.0 10.0 7.8 
To— distance. pounds. pounds. posed rate. Bock Fails, lll...........257 10.0 10.0 7.8 
Miles. Cents. Cents. Mills. Neponset, Til Sree: 282 10.0 10.0 7.1 
Chhenge, MM. 2... .cececes 181 7.9 8.3 9.2 Wyoming. ed ato 282 *8.0 10.0 7.1 
Joliet, MiG) Gisivecaeneeee 190 7.9 8.3 8.7 Sins aa pA 10.0 10.0 7.1 
y gin, BE, cicccccscesens 204 9.5 10.0 9.8 Galesbure, ae *8.0 10.0 7.4 
BE, TE nanchwcieeonan 217 9.5 10.0 9.2 272 10.0 10.0 7.4 
ee ee 219 10.0 10.0 9.1 een” al gy ic ese 234 #20 10.0 8.5 
Belvidere, Ill. ........... 221 10.0 10.0 9.0 tp Ateaieetabodetpeat: 234 10.0 10.0 8.5 
Freeport, Ill, ......+-+++. 236 11.0 10.0 8.5 Galena, ‘inl. gp bedrest 10.0 10.0 9.5 
Sycamore, Ill. ...........241 10.0 10.0 8.3 de *8.0 10.0 9.5 
ae aposereey> 243 10.0 10.0 oe ir ea ee eers #8.0 10.0 8.7 
La Salle, le... ..eeeces 253 10.0 10.0 7.9 a 10.0 10.0 8.7 
esby, S  wik wens Rameucnl 0 10. 7.8 a a 3. : ; 
Mendota, Ill. | ...........+263 10.0 10.0 .- ae cm "as 10:0 8 
Dixon, Ill. .........-ee0ee 268 11.0 10.0 7.5 —__- a... ......e #30 10.0 8.9 
| SS enepeppeberee 312 10.0 10.0 6.4 a 225 9.2 10.0 8.9 
ro Sy Bpeeepeageners 13.1 11.0 8.6 nae 8 *8.0 10.0 9.0 
Milledgeville, Ill. ........ 269 13.1 11.0 8.2 PN apue 9.2 10.0 9.0 
DROP, BE. coc ccescceres 280 11.0 11.0 7.9 wie wets *® 242 10.0 10.0 8.3 
Rock Falls, Ill........... 283 11.0 11.0 7.8 co nell lalla 369 #3 °0 #9.0 4.9 
Neponset, Ill. ....... +++. 0305 12.1 11.0 7.2 ee eee 12°5 12:5 6.8 
b., yoming, a bbine meena «309 11.0 11.0 7.1 Sheboygan, Wis. ......-. 415 15.0 13.0 6.3 
EEEEen aE’ tee tes neers ate ey ay 6.6 Waukesha, Wis. .........349 12.5 12.0 6.9 
Gal yp llieomapmecss a % 2.0 8.8 CO aS. 12.5 12.0 6.6 
Seat gr ooeressesssens rod as a 8.4 Burlington, Wis. ........ 339 12.5 12.0 7.1 
Carbon Clift, Ti. .1.2222.! 321 13.1 12.0 75 Jefferson Junction, Wis. .321 100 10.0 és 
Moline iil . tied onan 398 131 12. 7.5 Milton Junction, ., — 310 10.0 10.0 6.5 
se gy ee 3 3. 0 7.3 Janesville, Wis. .........! 302 10.0 10.0 6.6 
oe, ee. We seeseeeee ra io; Hy 7.3 BE, WO, oxo sere cnccce 10.0 10.0 6.7 
Mil . eae tees eeeeeeeees e -s 2.0 7.2 Green Bay, RR oie 406 15.0 15.0 7.4 
Milwaukee, Wis. jeupeees 120 7.9 8.3 13.8 Kewaunee, Wis. 443 15.0 10.0 4.5 
Sheboygan, Wis. ........ 172 7.9 8.3 9.7 Guam Wis. ..<...>.ccox 356 15.0 13.0 7.3 
Waukesha, Wis. ......... 140 9.5 9.5 13.6 North Lake, Wis.........367 15.0 13.0 7.1 
ar Magth tte sctteee 143 9.5 9.5 13.3 Watertown, Wis. ........32 15.0 12.0 7.4 
pe gg hed RR ee > (t) 9.5 11.7 Minnesota Junction, Wis.343 15.0 13.0 7.6 
Jefferson Junction, Wis. .169 12.9 10.0 11.8 Plymouth, Wis 401 15.0 13.0 6.5 
Milton Junction, Wis....184 12.9 10.0 10.9 ae Wee 346 15.0 13.0 7.5 
Janesville, Wis, ......... 192 12.9 10.0 10.4 Fond du Lac. Wis.......371 15.0 13.0 7.0 
Beloit, Wis, ........0000- 200 12.9 10.0 10.0 Oshkosh, Wis. ........--- 389 #1215 13.0 6.7 
Green Bay, Wis......... 206 9.5 $10.0 9.7 do.. ARP EOS 389 15.0 13.0 6.7 
eee, IS. see ee sees 4 7.9 11.0 13.0 Ripon, Wis. .2222..22222/371 15.0 13.0 7.0 
, ll ge eH 2 +s ee: Hilbert Junction, Wis....401 15.0 14.0 7.0 
Watert vawty me ceccece ee - 3 : Forest Junction, Wis..... 403 15.0 14.0 6.9 
‘atertown, Wis. ..... ++ 165 12.9 §11.5 13.9 Sherwood, Wis 395 15.0 14.0 7.1 
Minnesota Junction, Wis.172 12.9 11.5 13.4 aan in... 383 15.0 14.0 7.3 
Plymouth, _igery ee tery: 174 12.4 §11.5 13.2 ee a oe oe re iF 
ede yp Soe eeeeeeeeee 174 12.9 11. 13.2 Menasha, Wis. ........-. 385 15.0 14.0 7.3 
ond du Lac, We vi oxceed 183 12.9 §11.5 12.6 Beaver Dam, Wis oo stbl 15.0 13.0 7.4 
Oshkosh, Wis. ........... 201 12.9 §11.5 11.4 aa an .......... 294 10.0 12.0 8.2 
SSS, aa 12.9 §11.5 11.3 Madintts WE... .<+s<0<c 288 10.0 12.0 8.3 
Hilbert Junction, Wis... .205 12.4 §11.5 11.2 Brodhead, Wis. ......... 282 10.0 12.0 8.5 
Forest Junction, Wis....210 12.4 §11.5 11.0 aM Ts. ........28 10.0 12.0 7.8 
Sherwood, Wis. ......... 211 12.9 §11.5 10.9 Monroe, Wis. ............268 10.0 12.0 9.0 
Se eee 213 13.9 §11.5 10.8 ian wn ...... 2. 10.0 12.0 8.6 
Appleton, Wis. ..........220 13.9 §11.5 10.5 Randolph ’ “Wis. ee 348 15.0 13.0 15 
Menasha, Wis. .......... 221 13.9 §11.5 10.4 Portage, Wis. .........:. 39% 15.0 13.0 8.0 
Beaver Dam, Wis........ 179 14.9 12.0 13.4 Dill, Wis. ra eo 10.0 12.0 9.3 
Hanover, Wis. ........... 200 14.9 12.0 12.0 Gratiot, W eaten 10.0 12.0 9.8 
Meee, Wi oc sicvceee 201 16.23 12.0 11.9 Dodgeville, Wis. ........257 10.0 12.0 9.3 
Brodhead, Wis. ......... 211 15.9 12.0 11.4 Shulisburg, Wis. ........257 12.5 12.5 9.7 
Evansville, Wis. ......... 213 15.9 12.0 11.3 Mineral Point, Wis......260 12.5 12.5 9.6 
Monroe, Wis. ........+++. 226 15.9 12.0 10.6 Weetmen Wa. ......... 212 10.0 10.0 9.4 
a a aa vreneeee aa: a oY ey Platteville, Wis. .....---- 240 15.0 14.0 11.7 
i , Sep gicnnanel 2 5. 3. 3.5 iri ; Cun Whe... ’ 5 
Portage, "Wis. ......2..0. 213 15.9 13.0 12.2 ee ee Se e+e ae 7 — 
— & . Se eererer> 236 15.9 13.0 11.0 Tit : 
Gratiot, Wis. 2.000020. 249 15.9 13.0 10.4 a ae oe on 
rdgeville, ht. Sannanee g 4 13.0 10.4 7 
Shullsburg, Wis. ........ 261 159 135 10:3 PO nang ug to Burlington, Wis., from Grand Rapids other than 
Mineral Point, Wis...... 274 15.9 13.5 9.9 ;Will not apply via C. & N. W. 
3 g 
Plettenttie, wa _ Ore ec Pas oa og! 2 Fee Note.—From Grand Rapids to most of the Wisconsin points 
Prairie du Chien, Ww is... 914 16.9 15.0 9.6 = a minimum of 24,000 pounds applies for a portion of the 


From Fort Dodge, Iowa. 
Present Pro- Earn- 
rate, mini- posed rate, ings per 
mum 40,000 minimum __ ton-mile 
pounds, 40,000 pounds, under 


; Short-line except except proposed 

To. distance. as noted. as noted. rate. 

; Miles. Cents. Cents. Mills. 
Ce TR. Rkaccccdecins 365 *8.0 *9.0 4.9 
ee re 365 10.0 10.0 5.5 
DM orenetesecnscnee *8.0 10.0 5.6 
rt atin 356 Oaks aca ae 356 10.0 10.0 5.6 
Pe EE. KR etiviweweanveas 329 *8.0 10.0 6.1 
Ci cdataees steam nen 10.0 10.0 6.1 
Aurora, Ill. ..... 1h One aa 334 *8.0 10.0 6.0 
Se ae Sears: 10.0 10.0 6.0 
eee *8.0 10.0 6.9 
Ci a.ckdens ss cenen ken’ 288 10.0 10.0 6.9 
Belvidere, TH. ...ccccsvcctOe *8.0 10.0 6.6 
Ee reer 304 10.0 10.0 6.6 
re ee ee 260 *8.0 10.0 73 
Es Sere 260 10.0 10.0 Pe 
RPGRNNG,. Te sk cccenkcanneee *8.0 10.0 6.5 
Diss xeesesks jnventneenee 10,0 10,0 6.5 


In a number of instances the short-line distance has 
changed since the date of our original report. 

Kewaunee, Fond du Lac, Oshkosh, Appleton, Neenah, 
Menasha, Green Bay, Forest Junction, Hilbert Junction, 
Sherwood and Ripon, Wis., are not within the territory 
of destination as defined in this proceeding. It is con- 
ceivable that the readjustment to remove existing dis- 
crimination will necessitate changes at these and other 
pbints more or less. directly affected, but we will not 
undertake to pass upon such collateral matters. 

The fourth section application may be described gen- 
erally as seeking authorization to maintain from Fort 
Dodge a 10-cent rate, subject to a minimum of 40,000 
peunds, to points in northern Illinois from the Mississippi 
River to and including Chicago: a 9-cent rate, minimum 
60,000 pounds, to Chicago, Milwaukee and certain nearby 
points, and a 12-cent rate, minimum 40,000 pounds, to 
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Madison and certain other intermediate points in Wis- 
consin, of which Madison is representative, on the Chi- 
cago, Milwaukee & St. Paul Railway, hereinafter termed 
the Milwaukee. The latter are the only new departures 
from the long-and-short-haul rule as to Wisconsin. Those 
now existing are covered by applications on file with us 
and not included in this proceeding. 

The exceptions to the foregoing outline of the fourth 
section application cover a 9-cent rate, minimum 60,000 
pounds, and a 12.5-cent rate, minimum 40,000 pounds, to 
Buena Park, Calvary and a few other stations in Illinois 
on the Milwaukee, and a rate of 9.2 cents, minimum 40,- 
000 pounds, to five stations, Carbon Cliff, Silvis, East 
Moline, Moline, Rock Island, in Illinois, on the Chicago, 
Rock Island & Pacific Railway. 

No evidence was submitted with reference to the 12.5- 
cent rate to Buena Park and Calvary, nor was evidence 
submitted tending to reconcile the proposed 9.2-cent rate 
to Carbon Cliff and other points with an adjustment de- 
signed primarily to remove unlawful discrimination. 
Exhibits and testimony by defendants in support of a 10- 
cent rate to Carbon Cliff, Moline and Rock Island indicate 
that the idea of publishing the 9.2-cent rate has been 
abandoned. j 

The application was filed as an incident to the pro- 
posed readjustment, and to avoid repetition both will be 
considered together. 

The question of minimum weights is disposed of to the 
satisfaction of complainant by the proposed adjustment 
and need not be considered further. 

Complainant objects to any increase in the rate from 
Grand Rapids to Chicago, Milwaukee and points taking 
the same rates, on the ground that the present rate of 
7.9 cents is all that can or should be paid. The proposed 
rates to other points are satisfactory to complainant ex- 
cept where there is a differential in favor of Fort Dodge 
to points at approximately the same or a less distance 
from Grand Rapids; in other words, that a given rate 
should carry plaster as far west from Grand Rapids as 
east from Fort Dodge. 

On Jan. 1, 1901, a rate from Grand Rapids to Chicago 
of 7.5 cents, minimum 40,000 pounds, was established. 
Carriers serving Fort Dodge, in order to permit producers 
at that point to compete at Chicago with plaster from 
Grand Rapids and with sand and lime obtained at nearby 
points, published, effective in September, 1901, a rate of 
8 cents, minimum 60,000 pounds, from Fort Dodge to Chi- 
cago. This rate has been observed generally as a maxi- 
mum at intermediate points in northern Ilinois. 


At the time of the first hearing in this proceeding the 
rate of 7.5 cents from Grand Rapids to Chicago was in 
effect. This was 83.33 per cent of the then existing sixth 
class rate of 9 cents, a basis generally observed through- 
out Central Freight Association territory and approved in 
Acme Cement Plaster Co. vs. L. S. & M. S. Ry. Co., 17 
I. C. C., 30 (The Traffic World, July 17, 1909, p. 107). 
The sixth class rate in the opposite direction, from Chi- 
cago to Grand Rapids, was 9.5 cents. On April 15, 1913, 
the sixth class rate from Grand Rapids to Chicago was 
increased to 9.5 cents, but, as this case was then pending, 
no change was made in the plaster rate. 


On Oct. 26, 1914, following our decision in the Five 
Per Cent case, 31 I. C. C.,.351 (The Traffic World, Aug. 
3, 1914), the Chicago-Grand Rapids sixth class rate in both 
directions was increased to 10 cents. The plaster rate 
was increased 5 per cent, to 7.9 cents, but not to the 
full 83.33 per cent of the sixth class rate. 

It is now proposed to increase this rate to 8.3 cents, the 
full percentage of the present sixth class rate of 10 cents 
from Grand Rapids to Chicago. The rate of 10 cents is 
that designated as sixth class for distances exceeding 180 
miles and not exceeding 200 miles under the Central 
Freight Association scale. 

We are of opinion and find that the proposed rate of 
8.3 cents to Chicago and points in Illinois taking the 
same rate has been justified. 

What has been said regarding Chicago applies in great 
measure to Milwaukee. The distance to that point via 
the cross-lake route is materially less than to Chicago, 
but the rate via this route has steadily been the same 
as to Chicago. The present sixth class rate is 10 cents. 
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No reason is shown for disturbing the established relation. 
We are of opinion and find that the proposed rate of 8.3 
cents to Milwaukee and points in Wisconsin taking the 
same rate has been justified. 

Defendants propose to increase to 9 cents the 8-cent 
rate from Fort Dodge to Chicago, Milwaukee, and points 
taking the same rates. They urge that on account of the 
competition with Grand Rapids plaster, and with sand 
and lime, heretofore mentioned, a higher rate would ex- 
clude Fort Dodge from these markets. In the absence of 
controlling competition defendants would consider rea- 
sonable a rate to Chicago of from 10 to 12 cents. The 
evidence justifies the conclusion that the rate of 9 cents, 
yielding ton-mile earnings of 4.9 mills to both Chicago 
and Milwaukee, is a low rate. 

Defendants have shown by comparison with rates for 
similar distances on plaster and on cement from and to 
various points in adjacent territory that the proposed rate 
of 10 cents, minimum 40,000 pounds, from Fort Dodge 
to points in northern Illinois is just and reasonable. Ac- 
cording to several exhibits, defendants propose a 12.5-cent 
rate to Streator, but a witness stated that the rate was 
to be 10 cents. The record discloses no reason for estab- 
lishing a higher rate to Streator than to other points. 

The proposed rate of 12 cents to Madison will yield a 
ton-mile revenue of 8.3 mills. The rate compares favor- 
ably with rates proposed from Fort Dodge and Grand 
Rapids to other Wisconsin points and appears to be just 
and reasonable. Competitive conditions at Milwaukee are 
much the same as at Chicago. 

Defendants, in transporting plaster from Fort Dodge to 
Chicago and Milwaukee, encounter at those points com- 
petition of markets, carriers and commodities which is 
much more severe than at intermediate points. It is 
well established that the Commission, in passing upon 
applications under the fourth section, may consider mar- 
ket competition. Intermountain Rate cases, 234 U. S., 
476, 483, 485. s 

The proposed readjustment is said to be satisfactory 
to the Fort Dodge producers, and no objection to granting 
relief under the fourth section is voiced by any person 
directly interested. Complainant agrees that if such re- 
lief is denied and the 9-cent rate is observed as a maxi- 
mum at intermediate points the readjustment will be less 
advantageous to it than that proposed. 

We are of opinion and find that the interested carriers 
have established a special case within the meaning of 
section 4 and should be granted relief from the operation 
of the long-and-short-haul rule as prayed in their appli- 
cation, with the modifications indicated. 

Defendants propose to charge from Grand Rapids to 
northern Illinois rates of 10, 11 and 12 cents. The maxi- 
mum distance under the first is, to Peoria, 312 miles; 
under the second, to Galesburg, 335 miles; and under the 
third, to Orion, 334 miles. From Fort Dodge the 10-cent 
rate applies for a maximum distance of 356 miles to Joliet. 
No justification for the 11 and 12 cent rates from Grand 
Rapids has been presented. We are of opinion and find 
that the rate from Grand Rapids to points in northern 
Illinois should not exceed 10 cents. 


Comparatively little evidence was introduced by the 
parties regarding the adjustment to southern Wisconsin, 
exclusive of Milwaukee. From Grand Rapids the various 
proposed rates carry for the following maximum distances, 
excluding points not within the territory of complaint: 
8.3 cents to Sheboygan, 172 miles; 9.5 cents to Burlington, 
163 miles; 10 cents to Beloit, 200 miles; 11.5 cents to 
Burnett, 174 miles; 12 cents to Monticello, 227 miles; 13 
cents to Dodgeville, 249 miles; 13.5 cents to Mineral Point, 
274 miles, and 15 cents to Prairie ‘du Chien, 314 miles. 


From Fort Dodge such rates and distances are: 10 cents 
to Milton Junction, 310 miles; 12 cents to Racine, 366 
miles; 12.5 cents to Mineral: Point, 260 miles; 13 cents 


to Sheboygan, 415 miles, and 14 cents to Platteville, 240 
miles. 

Some of the rates to Wisconsin destinations, as, for 
example, from Fort Dodge to Platteville, Shullsburg and 
Mineral Point, appear to be out of line, but the present 
record does not afford a basis for prescribing reasonable 
rates in lieu thereof. 

The proposed rates on plaster and gypsum products 
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from Grand Rapids to interior points in southern Wiscon- 
sin, as defined in this proceeding, would be “relatively 
higher than those contemporaneously maintained on the 
same articles from Fort Dodge,” notwithstanding the re- 
quirements of our original report. We are of opinion 
and find that the proposed rates from Grand Rapids to 
such points would be unduly prejudicial to Grand Rapids, 
as compared with proposed rates to that territory from 
Fort Dodge, to the extent that they exceed 12 cents. 
This does not intimate approval of an increase to 12 
cents where the proposed rates are less than that amount. 

The record herein shows beyond doubt that the present 
adjustment of rates on plaster and gypsum products from 
Grand Rapids, on the one hand, and Fort Dodge, on 
the other, to destinations in northern Illinois and south- 
ern Wisconsin, as defined in this report, results in undue 
and unreasonable prejudice and disadvantage to Grand 
Rapids and to complainant. Defendants have submitted, 
in outline, a readjustment designed to remove such undue 
prejudice, and we have indicated the modifications that 
should be made therein. Our order will require defend- 
ants to remove the existing undue and unreasonable preju- 
dice and disadvantage to Grand Rapids and complainant. 

An order will be entered granting relief from the pro- 
visions of the long-and-short-haul rule of section 4 to 
the extent indicated above. 

(The fourth section order iS No. 6024.) 


BUTLER COUNTY RAILROAD 
DIVISIONS* 


1. AND S. NO. 11 (41 I. C. C., 36-38) 
Submitted May 38, 1916. Opinion No. 3898. 

Petition for permission to make interline settlements on the 
basis of the milling-in-transit arrangements in effect prior 
to May 1, 1912, denied, and the complaint dismissed, the 
other questions presented by it having been disposed of in 
the cases cited in the report. 








W. A. Glasgow, Jr., for Butler County R. R. Co.; W. A 
Evans for St. Louis & San Francisco R. R. Co. and J. W. 
Lusk, W. C. Nixon and W. B. Biddle, receivers thereof. 


HARLAN, Commissioner: 

This matter is now before us upon the joint petition 
of the St. Louis & San Francisco Railroad Co. and the 
Butler County Railroad Co., one of the tap lines involved 
in the Tap Line case (The Traffic World, May 4, 1912, 
p. 870). 

In our supplemental report in that proceeding, 23 I. 
C. C., 549, 628 (The Traffic World, June 8, 1912, p 1100), 
the relations of the Butler County Railroad to the Ameri- 
can Sugar Refining Co., the Brooklyn Cooperage Co. and 
the Great Western Land Co. were described in detail. Its 
operations, traffic and the general location of its rails, 
stations, etc., were also there fully explained. These 
facts therefore need not be repeated here. It will suffice 
to say that it was there held that the Butler County 
Railroad might lawfully receive out of the rate of its 
trunk line connections nothing beyond $1.50 a car for its 
switching service of less than a mile from the cooperage 
company’s mill at Linstead, in the state of Missouri, to 
the rails at that point of its trunk line connections, namely, 
the St. Louis, Iron Mountain & Southern Railway and the 
St. Louis & San Francisco Railroad. 

Upon the rehearing, on its petition of Oct. 17, 1913, 
alleging material changes both in its line and in its traffic 
and operations since the date of the supplemental report, 
supra, it appeared that the Butler County Railroad had 
given up the trackage rights, described in that report, over 
the rails of the Iron Mountain between Lowell Junction 
and Linstead, and had built an extension of its own rails 
from Baileys, now called Broseley, to Linstead, a distance 
of 9 miles. It also appeared that it had extended its 
line in a southerly direction, first to Fagus, thence across 


thé Arkansas boundary line to Styra, and later to Piggott, ’ 


in that state, where it makes a junction with the rails 
of the St. Louis Southwestern Railway, thus giving the 
tap line a total length of about 35 miles and another 
trunk line connection. The cost of the new construction 
is shown of record. 





*This is a supplemental proceeding in the Tap Line Case 
3. S. C, 27t, a6. . ‘ 


The object of the Butler County Railroad in advising 
us of these new conditions was to lay a basis for divi- 
sions out of the trunk line rates on lumber and forest 
products originating at stations on its line. The whole 
tap-line question, howexer, was then again before us for 
further consideration upon the decision of the Supreme 
Court of the United States in the Tap Line cases, 234 
DU. S., 1; and in due time the Commission, in conformity 
with the holdings of the court in that proceeding, issued 
its second supplemental report in -he Tap Line case, 31 
I. C. C., 490 (The Traffic World, July to December, 1914, 
p. 451), reversing its rulings in the original reports, supra, 
and requiring the trunk lines to extend their rates on 
lumber and forest products to tap-line points. Under our 
findings and order in this second supplemental report 
the divisions and switching allowances to the tap lines 
were fixed on the basis that is now in effect throughout 
the whole yellow pine lumber region in the southwest; 
and on this basis the several tap lines and their trunk 
line connections have been authorized to make readjust- 
ments with respect to all shipments of lumber and forest 
products moving since May 1, 1912. At this time, there- 
fore, the Butler County Railroad is entitled to the same 
divisions and switching allowances that all other tap lines 
in the southwest are permitted to receive for like services. 
It may be well to say in passing that, because of the 
trunk line rate structures in the immediate neighborhood, 
the Butler County Railroad is permitted, on lumber and 
forest products originating at certain points on its line 
beyond Linstead, to add an arbitrary of 1 cent per 100 
pounds to the rate from that junction point. This arbi- 
trary does not apply, however, on traffic originating at 
Piggott, or on traffic originating at points on the line 
taking the Piggott rates, which are 2 cents higher than 
the rates from Linstead. On lumber and forest products 
moved by the Butler County Railroad from Piggott to in- 
terstate points by way of Linstead the excess of 2 cents 
accrues to it as an addition to its division out of the 
Linstead rate. In its petition for rehearing the Butler 
County Railroad also asked for a restoration of the mill- 
ing-in-transit rates on logs. But on that question, in its 
second supplemental report, supra, p. 493, the Commission 
adhered to the ruling announced in the original report. 

All the matters involved upon the petition for rehearing 
filed by this tap line were thus disposed of in the second 
supplemental report in the Tap Line case, supra. 

In the joint petition now before us, as well as upon 
the argument, the matter of milling-in-transit rates on 
logs is again presented. That question is disposed of 
by the announcement just made in Milling Logs in Transit 
on Tap Lines, 40 I. C. C., 597 (The Traffic World, Aug. 5, 
1916, p. 324). 

The only matter set up in the joint petition that re- 
mains to be considered, therefore, is the prayer of the 
petitioners to be permitted to make interline settlements 
on the basis of the milling-in-transit arrangements in 
effect between them prior to May 1, 1912, on lumber and 
forest products moving after that date and while certain 
of these questions were under consideration. Such an 
adjustment would manifestly put the Butler County Rail- 
road in a preferred position over other tap lines that 
were parties to the Tap Line case, and on that ground 
alone the petition must be denied. But, as we understand 
the situation, such a settlement would also place the 
Brooklyn Cooperage Co. in a preferred position over other 
tap-line shippers throughout the yellow-pine territory in 


the southwest. 
The petition must be dismissed, and it will be so ordered. 


CHARGES ON UNDELIVERED 
FREIGHT 
CASE NO. 7751 (41 I. C. C., 39-41) 


SOUTHWESTERN PORTLAND CEMENT CO., INC., VS. 
TEXAS & PACIFIC RAILWAY CO. ET AL. 
Submitted July 26, 1915. Opinion No. 3899. 

Charges collected by defendants for the transportation of coal 

in carloads from Haleyville, Okla., to El Paso, Tex., not 


found to be unreasonable or otherwise in violation of the act. 
Complaint dismissed. 


R. B. Daniel for complainant. R. S. Shappard for defendants. 
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August 12, 1916 


BY THE COMMISSION: 


Complainant is a corporation engaged in the manufac- 
ture of cement at El Paso, Tex. By complaint, filed Feb. 
15, 1915, it alleges that the charges collected by defend- 
ants for the transportation of two carloads of slack coal 
from Haleyville, Okla., to El Paso, in October, 1913, were 
unreasonable, because the weights on which the charges 
were assessed exceeded the actual weight of the coal 
delivered at destination. Reparation is asked. 

The mine weight of one shipment was 101,900 pounds, 
of the other 85,800 pounds. Transportation charges were 
based on these weights and the published tariff rate of 
$3.15 per ton. The destination weights, ascertained by 
weighing the shipments on the carrier’s track scales at 
El Paso, were 60,700 pounds and 55,980 pounds, respect- 

‘tively. No complaint is made of the measure of the 
rate charged, and the correctness of both the mine and 
the destination weights is conceded. The discrepancy in 
weights is explained by the fact that a portion of the 
coal was lost in transit. In May, 1914, complainant filed 
a claim covering the loss, and upon defendants’ refusal 
to pay, brought suit for the invoice price of the coal lost 
in transit, $1.40 per ton, and instituted this proceeding 
to recover the freight charges on the portion lost. The 
court held that complainant was entitled to recover the 
invoice value of the coal, but defendants appealed the 
case and at the time of the hearing herein final decision 
had not been rendered. 

The shipments moved subject to the conditions of the 
uniform bill of lading, the provisions of which were em- 
bodied in defendants’ effective tariff schedules. Section 
3 of the uniform bill of lading provides as follows: 


The amount of any loss or damage for which any carrier is 
liable shall be computed on the basis of the value of the prop- 
erty (being the bona fide invoice price, if any, to the consignee, 
inciuding the freight charges, if prepaid) at the place and 
time of the shipment * * 

Claims for loss, damage, or delay must be made in writing 
to the carrier at point of delivery or at the point of origin 
within four months after delivery of the property, or in case of 
failure to make delivery, then within four months after a rea- 
sonable time for delivery has elapsed. Unless claims are so 
made, the carrier shall not be liable. 


Defendants admit the loss in transit, but deny liability 
therefor on the ground that complainant failed to present 
claim within the prescribed period of four months. They 
assert that by bringing suit in the court for the invoice 
value of the coal, and this proceeding to recover freight 
charges, complainant séeks to evade or defeat the Dill 
of lading provision that claims shall be filed within four 
months in so far as that requirement applies to the por- 
tion of the claim covering freight charges -on the lost 
property. It is their contention that the claim is indi- 
visible; that complainant, therefore, cannot thus separate 
its cause of action, and that the Commission, being with- 
out authority to adjudicate claims for loss or damage, 
has no power to order refund of the freight charges which 
constitute the greater part of complainant’s claim for loss. 
Defendants also point out that the tariff governing the 
movement provides with respect to minimum weights 
that “on coal, in open cars, minimum weight will be the 
marked capacity of the car except when cars are loaded 
to their full visible or space-carrying capacity, in which 
case actual weight will govern.” The shipments were 
loaded in open cars, each of 100,000 pounds marked Ca- 
pacity, and the bills of, lading bore the notation “car 
loaded to visible limit, will not hold more.” Assum- 
ing that the notation correctly represents the facts, the 
shipment which weighed 101,900 pounds at the point of 
origin was subject to a minimum of 100,000 pounds. The 
actual weight of 85,800 pounds at the point of origin 
was the minimum applicable to the other shipment. 

Complainant alleges that the action of defendants in 
collecting freight charges on any weight greater than 
the actual weight of the coal delivered at destination 
was “unreasonable, unfair, and unjust and in violation of 
section 1 of the act,” but it is apparent that the collection 
of charges on basis of the actual weights, which were 
less than the carload minima, would have constituted an 
unlawful departure from the published tariff. 

The allegation that the charges collected were unrea- 
sonable is predicated solely on the fact that the loss in 
transit resulted in proportionately greater charges on the 
quantity of coal delivered than if the loss had not oc- 
curred. The loss of the coal may have been a breach 
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of defendant legal duty to complainant, and also of 
the contract of carriage, but the duty to transport ship- 
ments safely is not imposed by the Act to regulate com- 
merce and hence the non-performance thereof is not a 
violation of the act. It is well settled that the only re- 
course that shippers have with respect to such infractions 


‘of their Jegal rights is in the courts, where the responsi- 


bility, as well as the fact and the amount of loss or dam- 
age, may be determined. Blume & Co. vs. Wells Fargo 
& Co., 15 I. C. C., 53 (The Traffic World, Jan. 30, 1909, p. 
137). 

Without deciding the question of whether or not the 
Commission has jurisdiction in any case over claims for 
refund of freight charges on property lost in transit, we 
find upon the particular facts of record in this case, the 
complaint in which does not put in issue the reasonable- 
ness of any rate, minimum weight, rule, regulation, or 
practice of defendants, that the charges assessed have 
not been shown to be unreasonable or otherwise in viola- 
tion of the act. 

An order dismissing the complaint will be entered. 


HARLAN, Commissioner, dissenting: 

I am not satisfied that sound conclusions have been 
reached in this case. From two carloads of coal there 
was stolen or otherwise lost in transit q substantial part 
of each load. The carrier at destination nevertheless 
collected charges at the published rate on the full weights 
originally shipped. The complaint alleges in substance 
that the charges collected on the partial loads actually 
delivered were unreasonable. After remitting the com- 
plainant to the courts as the proper forum before which 
to take its troubles, the majority report holds that “the 
charges assessed have not been shown to be unreason- 
able or otherwise in violation of the act.” Inasmuch as 
the reasonableness of the rates and charges of carriers 
have been held by the courts to be a matter for cognizance 
solely by the Commission, it is difficult in the face of 
such a finding to see how anything is left for the courts 
to decide. 

It is true, as stated in the maiority report, that the 
complaint puts in issue no rate, rule, or regulation of the 
defendant carriers. But section 1 of the act does not 
deal alone with rates, rules and regulations. It deals also 
with the charges of common carriers and declares any 
unjust and” unreasonable charge to be unlawful. When 
a carrier delivers only a part of a shipment but never- 
theless collects charges on the full weight, I cannot escape 
the conviction that the charges have been shown to be 
unreasonable and therefore unlawful. 

As I understand the majority report and its conse- 
quences to the complainant, it not only shuts the door 
of the Commission, but in effect has also closed the doors 
of the courts. 


FIGHT ON COAL RATE 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Application for an order suspending a proposed reduction 
in coal rates from mines near Springfield, Ill., to stations 
in Missouri between Ryder and Kansas City was made to 
the Commission August 4 by L. C. Boyle of Kansas City, 
acting for the Missouri railroad commissioners and mine 
operators in Missouri, Kansas, Iowa and Oklahoma. The 
proposal is to establish a blanket rate of $1.25 on coal 
from the point of origin, known in a tariff way as Alton 
group A, to the stations on the Alton from Ryder to Kan- 
sas City, both inclusive, on nut, pea and slack coal, while 
maintaining existing rates on other sizes of fuel. 

The existing rates run from $1.50 at Ryder to $1.90. As 
to coal other than nut, slack and pea, the old rates are 
to continue. 

Objections are raised by the railroad commissioners of 
Missouri and competing mine owners on the ground that 
the proposed rates will inaugurate a series of rates based 
on sizes of soft coal not hitherto known in that part of 
the country. They represent that the proposed ratings 
are made for the benefit of a large buyer in Kansas City 
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and for no other; that the rates, if allowed to become ef- 
fective on August 22, as proposed, will result in unlawful 
discriminations because coal of all sizes takes the same 
rates in that part of the country. Another discrimination 
alleged is that, inasmuch as some steam plants cannot use 
the smaller sizes of coal, the lower rates on the smallet 
sizes will put them at a disadvantage in competing for 
business, 

The Wabash has filed a similar tariff. At the hearing 
on the afternoon of August 4, former Senator Bristow of 
Kansas, representing the commissioners of that state and 
a number of operators, appeared to back up the Missouri- 
ans. Mr. Bee, speaking for the Missouri commission, said 
he had been told other railroads would not meet the reduc- 
tion, so the discrimination from one point of origin to a 
small area of destinations will become effective because 
the Missouri commission will not have to readjust state 
rates to prevent the discrimination. 

Alleging, in effect, that the packers, particularly Armour 
& Co., and the Chicago & Alton, together with coal mine 
operators in the Springfield (Ill.) field had combined to 
seize the steam coal market in Kansas City, coal opera- 
tors in Missouri, Arkansas, Iowa and Kansas, August 4, 
began the fight for the suspension of the Alton tariff, estab- 
lishing a rate of $1.25 a ton on small size coal, nut, pea 
and slack, from Chicago & Alton group A, near Springfield, 
to Kansas City, to supersede a rate of $1.90 on coal, regard- 
less of size, established in accordance with authority from 
the Commission in its decision on the coal tariff part of 
the Western Advance Rate case. The fight took place 
before the suspension board. 

The protestants, who brought to their help former Sena- 
tor Bristow of Kansas, now chairman of the Kansas rail- 
road commission; Representative Phillip Pitt Campbell, 
who lives at Pittsburg, Kan., the center of that coal field, 
were the Missouri commission, represented by C. B. Bee, 
and representatives of the coal miners and the operators, 
all under the leadership of L. C. Boyle of Kansas City. 
They asserted the rate, if allowed to become effective, 
would cause discrimination against the coal mines on the 
Alton in Missouri and against the mines in the other states, 
some of which supply some of the steam coal used in 
Kansas City. 

The charge is that Armour & Co. are the chief owners 
of the street railway and electric light system of Kansas 
City and the operators of a large packing establishment 
at that point; that other packers at Kansas City, being 
strong enough to get representation on the Alton’s board 
of directors, have joined with Armour & Co., and have 
persuaded the Alton to publish such a rate, effective on 
August 22, after having contracted with mine operators 
at Springfield to supply steam coal to them at Kansas City, 
contingent upon the $1.25 rate becoming effective, at prices 
operators in other states cannot meet, because it costs 
them much more, they said, to mine coal than the Illinois 
miners are required to pay. 

It is estimated that this combination of users of steam 
coal, buying from the six operators at Springfield who are 
said to be parties to the deal, can furnish the Alton busi- 
ness enough to warrant its running a train of fifty cars 
every day, regardless of what other business it may pick 
up for points near Kansas City. Such a train, if the Alton 
could be assured of the business, as it is supposed to be 
for a period of five years, would be immensely profitable, 
to all concerned, packing plants, street railroad, railroad 
and mine operators. 

A further allegation is that the operators were advised 
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of the certainty that the Alton would make such a rate 


long before the rest of the public had any idea, so that, 
in effect, the operators in other fields had no opportunity 
to try for any of the business. At present the Kansas 
field, with an average haul of about 150 miles, has the Kan- 
sas City steam coal business on a rate of 70 cents. But 
that difference of 55 cents in the freight rate is said to be 
not large enough to enable Kansas operators to continue 
business in Kansas City. Operators from Iowa, Arkansas 
and Missouri told-the suspension board that if the Kansas 
operators are shut out of the Kansas City market, the Kan- 
sans will enter the markets they supply and general chaos 
will result. 

The protestants had their innings on the first two days. 
The other side started to tell its story on the second day, 
but S. G. Lutz, traffic manager of the Alton, said he had 
just happened to be in Washington when the protestants 
came and was not prepared then to go ahead with his de- 
fense of the $1.25 rate. Messrs. Crosland, Jones and Oberg 
of the suspension board were glad to have him ask to put 
off the hearing until August 7, because the protestants had 
descended upon them without notice, so that they had had 
no opportunity to invite the other side to be present when 
the protestants stated their grievances. 

The protestants recognized the weakness of their side 
of the case inherent in the fact that they were asking 
the Commission to suspend a proposed reduction in the 
rate from $1.90 to $1.25. They also recognized the fact 
that the burden of proof was on them when they declared 
the new rate would discriminate against mines on the Alton 
in Missouri which pay a rate of 70 cents on block coal. 
Those mines produce none of the smaller grades of coal. 
Their cost of production is nearly $2 a ton and it was sug- 
gested that if the Kansas, Iowa and Arkansas operators 
are shut out of Kansas City market, the reflex action on 
the Missouri block coal mines will be serious. 

All asserted that the roads serving the other fields 
would decline to meet the Alton rate, because, among other 
things, only a few months ago, they asked the Commis- 
sion to allow them to increase coal rates on the ground 
that they were not compensatory. The Commission allowed 
them to increase the rate from the Illinois group of mines 
around Springfield ten cents a ton and from Kansas mines 
five cents. 

C. B. Bee, reading from the record made in that case, 
said the Alton man had stated specifically that the then 
existing $1.80 rate from the group A mines to Kansas City 
was not compensatory. 

“It was a paper rate then and anything more than $1.25 
now will be a paper rate,” declared Mr. Lutz, who, while 
not ready to go on with his defense, listened to the de- 
nunciation of what he had done and occasionally put in a 
defense. Among other things, he said it compared favor- 
ably with a rate of $1.35 from Arkansas mines to Kansas 
City for a somewhat longer average haul. 

“Yes, it compares favorably because that is a paper rate, 
too,” hotly declared John Mayer. “I own a mine in that 
field and I’ll give it to anybody who will pay me the royalty 
I have agreed to pay and give you or the government the 
benefit of the $40,000 we have put into that mine. I know 
now why I could not get a look-in at the contract for sup- 
plying the street railroad company or the packers. This 
scheme was arranged before the contracts with the rail- 
road expired on July 31 and it explains why lump coal was 
bought and crushed up for the mechanical stokers. That’s 
how I and other men trying to sell coal to steam plants in 
Kansas City were shut out. 
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“I am from Kansas, where they say we raise wheat and 
Hell with equal facility. I tell you, gentlemen of this 
board, that if this thing is allowed to go through Kansas 
will quit raising wheat. This thing of making vest-pocket 
rates has got to be stopped. We are entitled to know when 
a railroad contemplates making a change in rates just as 
soon as anybody else.” 

Mr. Bee asked Mr. Lutz to explain the testimony in be- 
half of the Alton that the $1.80 rate was not remunera- 
tive, given in the hearings last winter. Mr. Lutz said the 
testimony related to the general situation, but Mr. Bee di- 
rected attention to the verbatim report of the Alton’s wit- 
ness, specifically limited to rates from mines on its rails, 
and specifically including the $1.80 rate. Mr. Lutz’s final 
answer to such questions was that he was prepared to jus- 
tify the $1.25 rate on fine coal as distinguished from the 
$1.90 rate that will continue to apply on lump coal. 

J. H. Rodgers, for the miners of Iowa, protested against 
the rate being allowed to become effective prior to a gen- 
eral investigation. 

Messrs. Boyle, Bristow and Campbell asked that it be 
suspended pending another inquiry to see whether coal 
rates generally were too low at the time the Commission 
said they were. Mr. Bee also took that position. The lat- 
ter did not back up the declarations of the operators that 
the Alton and the packers are in a combine on the matter, 
but he did insist that Mr. Lutz bring with him to the hear- 
ing a copy of his letter to the Western Trunk Line com- 
mittee, in which, according to reports, Mr. Lutz warned 
other western carriers not to undertake to meet the $1.25 
rate, because if any undertook to do so, the Alton would 
cut and cut until they got tired; that it intended to get 
that business and that they had better keep hands off. 
Mr. Lutz would not admit that he had used any such lan- 
guage. He said that if the $1.25 rate would not get the 
business, he would consider making reductions that would 
result in giving the Alton a haul on coal from mines on 
its own lines to consuming centers thereon, 


W. B. Causey, an Iowa operator; H. G. Kellogg, an 
operator on the Alton in Missouri, and Secretary Moore of 
the Pittsburg (Kan.) Chamber of Commerce, also spoke 
against allowing the rate to become effective. 

While they were talking a long message was received 
from the mayor of Kansas City and users of steam coal at 
that point asking the Commission to allow the rate to 
become effective. 


It was not all peaches and cream for the protestants 
at the Monday morning session. S. G. Lutz, gen- 
eral traffic manager of the Alton; C. W. Galligan, his 
assistant; operators from the Springfield district, and John 
S. Burchmore, representing the Kansas City street railway 
interests, appeared at the hearing to challenge the accuracy 
of the general assertion of the protestants that the new 
rate, if allowed to become effective, would create discrimi- 
nation that does not now exist. 

In addition, the following newcomers formally appeared 
in the case on August 7: E. E. Stignall, Kansas City 
Railways; W. J. Jenkins, Western Coal & Mining Company; 
C. H. Howe, Pittsburg (Kan.) Chamber of Commerce; Chas. 
S. Keith, Central Coal & Coke Company and South West- 
ern Interstate Coal Operators’ Association; Charles M. 
Miller, attorney for the Alton; H. H. Devereaux, Spring- 
field-Chicago Coal Company; W. S. Boyle, Chicago; G. B. 
Harrington, Chicago, Wilmington & Franklin Coal Com- 
pany; A. J. Malone, Royal Colliery Company, Chicago and 
Thayer, Ill.; Thomas M. Van Cleave, assistant attorney for 
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Kansas City, Kan., and W. S. Hannah, Kansas City (Kan.) 
Mercantile Club. 

Mr. Lutz submitted figures tending to show that the pro- 
posed rate would be just and reasonable in and of itself 
and in line with rates on coal from other mines. to Chicago, 
Moline, Davenport and other places. Mr. Galligan, who 
testified. in the general coal rate advance case of last 
winter, explained that the testimony he gave in that case 
bearing on the existing rate of $1.80 per ton (there being 
then no distinction between lump and coal of smaller sizes) 
was not specifically confined to tonnage destined to Kan- 
sas City, but was meant to apply to other Missouri River 
points and territory around the crossings to which it will 
continue to apply, even if the $1.25 rate on fine coal :s 
allowed to become effective. 


The hearing was not as strictly formal as hearings before 
the Commission itself. Every time the protesting oper- 
ators mentioned discrimination or cost of production, IIli- 
nois operators, who will be benefited by the reduced rate 
on the less valuable coal, invited their competitors in 
other fields to show their costs of production and also 
other conditions enabling, as they suggested, the Commis- 
sion to have a true understanding of the proposition, which 
is, as they see it, an attempt on the part of the Alton to 
create a market for them at Kansas City, to which they now 
send no coal, at a rate which will be profitable for the road 
on the prospective volume of business. 

Chairman Bristow of the Kansas commission and C. B. 
Bee of the Missouri rate-regulating bodies cross-examined 
Messrs. Galligan and Lutz at length on the testimony of 
Mr. Galligan. 

The protest of the coal operators who have been sup- 
plying the Kansas City market with steam coal and now 
see a prospect of the loss of it by reason of the Chicago 
& Alton’s determination to put in a rate of $1.25 on “fine 
coal,’ August 7, and the following day broadened beyond 
an ordinary railroad rate matter. C. S. Keith of Kansas 
City, representing the Southwestern Coal Mine Operators’ 
Association, frankly said, in addressing Messrs. Crosland, 
Jones and Oberg of the suspension board, that the pivotal 
question is really as to whether the Interstate Commerce 
Commission is going to allow an unfair method of com- 
petition on the theory that the rate proposed, notwith- 
standing the sworn testimony that a $1.80 rate would be 
a reasonable one, is now presented as one that is reason- 
able in itself. 


Speeches, testimony and rapid-fire talking back and 
forth went on before the board on the two days men- 
tioned long after the usual office hours of the men who 
will have to make a recommendation to the Commission 
that the rate be or be not suspended, as violative of the 
third section. Late in the afternoon of August 7, C. S. 
Bee and Charles M. Miller, the former the rate expert of 
the Missouri commission, and Miller, the attorney for the 
Alton, got close to what seems the only issue that can law- 
fully be tendered to the Commission. 

“It is discrimination,” said Mr. Bee. 

“Against whom?” demanded Mr. Miller. 

“Against the operators who do not get the rate.” 

“Do you represent them?” 

Mr. Miller laughed when Mr. Bee admitted that he did 
not represent them and intimated that when they did 
protest, it would be time enough for the Commission to 
give ear. He jeered at the Missourian. 

“IT only answered your question,” said Bee. “I’m waiting 
for you to ask against what others. The rate discrimi- 
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nates against every consumer of coal in Missouri on the 
Alton that is not given a rate on fine coal 34 per cent less 
than the rate on lump coal.” 

Mr. Miller was not interested in that. 

W. S. Bogle, representing the Chicago-Springfield Coal 
Company, was a star witness and commentator during the 
afternoon. 

“Suspend this rate,” said he, “and the Commission will 
advise the country that the Kansas City steam coal mar- 
ket is the cantaloupe a la mode for the Kansas operators; 
it’s their pie, and nobody else may even think of getting 
a slice of it. 

“This is a competitive, not a discriminatory, rate. It 
looks to me as if this was the first time the Kansas oper- 
ators ever faced the danger of losing a good customer, and 
they come here with a yell of anguish, asking the Com- 
mission to stop it. We’re not cutting under the Kansas 
rate on coal, and every bit of the talk on that point is 
d rot.” 

“Mr. Malone of the Chicago, Wilmington & Franklin 
Coal Company said the Springfield operators have become 
so accustomed to losing customers on account of competi- 
tion from other fields they don’t even think of protesting 
any more. Instead they go and get others—if they can. 

T. M. Van Cleave, assistant city attorney for Kansas 
City, Kan., one of former Senator Bristow’s constituents, 
protested against suspension, saying the steam coal situa- 
tion in the two Kansas Cities was intolerable, and the 
Commission should allow the Illinois operators to come 
in on a rate which, he said, could not be denied as being 
compensatory for the Alton. W. S. Hannah of the Mer- 
cantile Club of that city backed up Van Cleave, while the 
protestants tried to have him admit that he had first 
learned of the move for lower rates and the benefit Kan- 
sas City, Kan., would derive from the packers, R. J. 
Higgins, for the Kansas City street railways, for whom 
John S. Burchmore also appeared, and Mr. Bristow had 
an extended argument as to the kind of discrimination 
the Commission is authorized to prevent, Higgins insist- 
ing that if there is any discrimination at all it is not the 
kind the lawmakers had in mind when they wrote the 
law. 

“Is it your contention,” Burchmore asked Bristow, “that 
the Commission should not allow the Alton to reduce its 
rates on coal until the Frisco, serving the Kansas mines, 
is willing to reduce its charges?” Mr. Bristow said that, 
inasmuch as the two railroads mentioned had made com- 
mon cause to have the $1.80 rate raised to $1.90, on the 
ground that the rates are so intimately related, that $1.99 
rate should not now be changed until after the Commission 
had held such a general hearing and investigation as it 
had held prior to authorizing the increase in the Spring- 
field-Kansas City rate from $1.80 to $1.90 and the Kansas 
coal field rate from 65 to 70 cents per ton. Mr. Bristow 
cited the fact that only a short time ago the Commission 
declined to allow a change in a long-standing wheat rate 
in that same general territory, because of the widespread 
commercial harm that would be done. 

In summing up for the protesting operators C. S. Keith 
said the change will require the southwestern operators 
either to close a good many mines or increase the price 
of larger sized coal, used by the general public, 47 cents 
a ton “so that a few large users of steam coal may have 
the smaller sizes of coal at a lower price.” 

Time and again the protestants pointed out that the 
reduction in steam coal rates will not give Kansas City 
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any cheaper meat or any lower street car fares or any 
cheaper electricity. The lower rates, they said, will merely 
enable the “special interests” to increase their profits. 


Senator Bristow and Assistant Traffic Manager Galligan 
of the Alton had a fine set-to when Mr. Galligan under- 
took to justify the new rate, because Mr. Galligan, as 
general freight agent for the Alton, had testified under 
oath in the Western Advanced Rate case that the $1.80 
rate from the Springfield mines to Missouri River points 
was not compensatory and that a rate of $1.90 would be, 
and further, because the Commission had treated the whole 
matter as a general rate adjustment in which one rate 
bore a particular relation to some other rate. 

Time and again Mr. Bristow read the sworn testimony 
and insisted upon an answer to his query as to whether 
Mr. Galligan believed what he was saying under oath 
then, or whether he believed what he was saying now, not 
under oath. Mr. Miller, attorney for the Alton, undertook 
to object, but Mr. Crosland said that, inasmuch as the 
hearing was informal, Mr. Galligan could refuse to an- 
swer questions whenever he felt like it. Mr. Galligan did 
not refuse to answer questions, but the responses he made 
did not satisfy Bristow, who declared that Galligan evaded. 


PROMOTION FOR ELDER 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


A. H. Elder, acting chief of the division of inquiry, has 
been promoted and made chief of that division, the change 
to date from August 1. Mr. Elder is now away on his 
vacation. There will be no actual change in the office, 
the effect of the promotion being an indirect way on the 
part of the Commission of saying that he has made good. 

Mr. Elder was an examiner before being assigned to 
the chieftaincy of the division of inquiry. As examiner 
he conducted the Commission’s inquiry into the relations 
between the railroads and their steamship adjuncts, par- 
ticularly on the Great Lakes and on the Atlantic seaboard. 
His work in regard to the Great Lakes brought him into 
considerable prominence, because the railroads assailed 
him and A. H. Boole, his associate in that investigation, 
with great vigor. 

As chief of the division of inquiry, Mr. Elder will have 
charge of the enforcement of the parts of the act that 
require criminal prosecutions. He will be the Commis- 
sion’s prosecuting attorney, so to speak. Although it is 
not official information, it is believed he will have a good 
deal to do with the inquiry the Commission has ordered 
into the practices of shippers in filing claims for loss 
and damage to grain. The division of inquiry has often 
had occasion to inquire into the doings of particular ship- 
pers, and the men in it have, it is believed, a greater 
familiarity with the peculiarities of that branch of claims 
for loss and damage than any other set of men about the 
Commission. 

Mr. Elder is a graduate of Harvard College and Harvard 
Law School. He practiced law in Boston and came to the 
Commission in 1911 as special agent; promoted to attorney 
in 1912; promoted to assistant chief, division of inquiry, in 
1914; promoted to acting chief in March, 1916; repre- 
sented the Commission as attorney in the lake line in- 
vestigation, the New Haven investigation and other in- 
vestigations made under the Panama Canal act; served 
as special assistant to United States attorneys in numerous 
cases arising under the Elkins act. 
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N. I. T. L. Meeting at Detroit 


Reports: of Committees and Action Taken on Them—Legislative Committee Reports on 
Newlands Resolution for Investigation of Regulation System 


Detroit, Aug. 10.—The meetings of the National Indus- 
trial Traffic League are coming more and more to rep- 
resent constructive thought on the shippers’ side of 
transportation questions and the summer meeting in 
session here is not an exception to the rule. Members 
from every section of the country were present at the 
first call for order by President G. M. Freer and the 
docket was at once taken up. 

The report of the bill of lading committee, on the 
question of uniform bill of lading, D. F. Hurd, chairman, 
was read and adopted. This report is as follows: 


Subsequent to the report of your committee, dated May 15, 
1916, the Interstate Commerce Commission concluded the hear- 
ings in Docket No. 4844, ‘In the matter of Bills of Lading,’’ at 
a conference held in New York May 19 to 23, inclusive. 

This was a formal proceeding in which testimony was intro- 
duced for record, whereas, the proceedings at Washington, 
beginning April 10, were in the nature of informal discussions 
jointly between the representatives of the shippers and the 
earriers, no official stenographic report having been recorded. 

The New York hearing was primarily held for the introduc- 
tion of testimony by the carriers, they having presented no 
witnesses at any of the previous hearings in support of the 
form of bill of lading which was under discussion at the 
Washington conference. 

While there are still some points in the domestic bill of 
lading upon which no agreement was reached, the differences 
have been somewhat lessened as a result of the last hearing. 

The points upon which both sides agreed are not of such a 
number nor of sufficient importance to justify the preparation 
of an amended form of bill of- lading. 

The committee therefore considers that it will suffice to 
make brief mention of the points at issue, as.follows: 

Section 1. No testimony was presented by the carriers re- 
garding the underlined portion of Section 1 appearing in lines 
5 to 9, inclusive. Evidently it is their intention to depend 
upon the record already made and their interpretation of the 
law on the points involved. 

Some testimony was presented regarding property shipped in 
open cars as appearing in lines 15 to 20, inclusive. Under 
cross-examination the witness seemed not particularly opposed 
to the language proposed by the shippers. It may appear, 


_however, that both the shippers’ and the carriers’ language is 


semewhat ambiguous and possible of creating some misunder- 
standing, especially when shippers are obliged to order open 
cars for property not customarily transported in such cars. The 
point at issue is clearly covered in the record and will be 
taken care of in the brief. 

Section 4.—The carriers voluntarily changed the underlined 
portion of the last paragraph so that it will read as follows, 
“and, except in case of carrier’s negligence, when received from 
or delivered on private or other sidings, shall be at owner’s risk 
until the cars are attached to and after they are detached from 
engines.”’ The shippers suggested the following language as 
a substitute for the underlined portion, ‘‘and, except in case 
of carrier’s negligence, when property is received from or 
delivered on private sidings or on other sidings that are not 
within the province or duty of carrier to police, it shall be at 
owner’s risk until the cars are attached to or detached from 
engines.”’ 

Considerable testimony was offered in opposition to the new 
paragraph proposed by the shippers, which appears in shippers’ 
form on lines 22 to 28, inclusive. The carriers seemed un- 
willing, although not unalterably opposed, to this paragraph. 
We believe the records contains sound reasoning which will 
reflect its strength in our brief and in oral argument. 

Section 7. Carriers’ witness objects to our proposal to add 
‘or in a written order of reconsignment.’”’ This appears in 
lines 4 and 5 of Section 7. The matter still remains in con- 
troversy. 

Section 9. The carriers stated that it had been impossible 
for them to conclude their consideration of Section 9 on account 
of illness in the family of one of their counsel. 


The proposed form of export bill of lading was also fully 
considered, testimony having been presented by witnesses for 
both carriers and shippers. 


Witnesses were introduced by the carriers in opposition to a 
separate bill of lading for coal. No representative of the coal 
interests were present at this hearing to support their con- 
tentions if they are still desirous of obtaining a separate bill 
of lading. For the purpose of obtaining such record, as was 
possible under the circumstances, these witnesses were cross- 
examined by your committee. 


The carriers also presented witnesses in support of the form 
they propose for a uniform live stock contract. Many of the 
points for which the carriers are contending were opposed 
through an attorney representing Louisville live stock inter- 
ests. Your committee participated in the cross-examination 
to a limited extent. However, the differences in the views 


between the carriers and shippers do not seem to have been 
materially lessened. 


The time for filing briefs was set for Sept. 15, 1916, and the 
date of oral argument for Oct.,20, 1916. 
A 


Demurrage and Storage. 


The report of the committee on car demurrage and 
storage, F. B. Montgomery, chairman, made the following 
report on the proposed change in section B of storage 
rule 6, and it was adopted: 


The Committee on Relations of the American Railway Assn. 
brought attention to the fact that it is impracticable to load 
tank cars with crude petroleum oil during cold weather within 
the free time prescribed, and that the operation of the addi- 
tional storage charge of $2 per car, as authorized by Rule 6, 
Section “‘B”’ of the Code of Storage Rules creates an undue 
hardship upon this traffic. It is proposed, therefore, that 
storage rules be made not to apply on tank cars of crude 
petroleum oil during the process of loading in or on railroad 
premises between October 1 and March 31, inclusive, when 
cars are loaded north of the 35th Parallel. It is claimed that 
this parallel is selected so that the exemption may apply in 
the Oklahoma fields and north. It was not felt that the ex- 
emption was necessary in Texas or California districts. This 
recommendation is approved by the bureau of explosives. This 
subject was considered at the spring meeting of the league, 
held at Baltimore, April 6 and 7, 1916 (see page 9 of proceed- 
ings), at which time the membership voted to recommend to 
the American Railway Assn. that Storage Rule 6, Section “B,” 
be amended to provide that from October 1 to March 31, in- 
clusive, a period of five days’ free time be allowed within 
which to load tank cars with crude petroleum oil. Your 
Committee on Car Demurrage and Storage has given this mat- 
ter further consideration, and now recommends that the mem- 
bership approve the recommendation offered by the Committee 
on Relations of the American Railway Assn., as outlined above. 


The report of this same committee in reference to 
the proposed change in paragraph 5, section “B,”’ demur- 
rage rule 2, after being amended to read as follows, was 
adopted: 

“When cars, containing shipments moving under through 
billing from point of origin to point of ultimate destina- 
tion, are held to complete loading, to partly unload or to 
partly unload and partly reload (when such privilege 
is allowed in the tariffs of the carriers).” 


Demurrage Rule 3 and Storage Rule 4. 


The report on the proposed change in demurrage ruie 


3 and storage rule 4, as follows, was adopted as sub- 
mitted: 
The present provisions of Demurrage Rule 3 and Storage 


Rule 4 provide that in computing time Sundays and holidays 
will be excluded. The American Railway Assn. feel that this 
results in unnecessary delay to cars and to the release of 
freight from railroad premises. In order to overcome this and 
to provide an incentive for a more prompt release of cars 
under such circumstances, the American Railway Assn. sug- 
gests that the note in Demurrage Rule 3 and Storage Rule 4 
be amended by inserting the word ‘“free’’ between the words 
“computing” and ‘‘time’’ making it read “in computing free 
time, ete.”’ 

The present and proposed note reads as follows: 

COMPUTING TIME—PRESENT. 

Note.—In computing time, Sundays and legal holidays (na- 
tional, state and municipal) will be excluded, except as other- 
wise provided in Section ‘‘A’’ of Rule 9. When a legal holiday 
falls on a Sunday the following Monday will be excluded, 

COMPUTING TIME—PROPOSED. 

Note.—In computing free time, Sundays and legal holidays 
(national, state and municipal) will be excluded, except as 
otherwise provided in Section ‘A’ of Rule 9. When a legal 
a falls on a Sunday the following Monday will be ex- 
cluded. 

This matter has been given careful consideration by your 
committee, and it is recommended that the change proposed 
by the American Railway Assn. be declined. 


This committee’s report on the proposed changes in 
rule 4, section A, also instructions and explanations, was 
adopted, the secretary of the League being instructed, 
however, to urge on shippers the necessity of always 
showing consignee’s full name and address on bills of 
lading as well as shipments themselves. 
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This addition to the report was shown to be necessary 
by figures submitted by one Detroit carrier which indi- 
cated that on 250 shipments received by it on July 19, for 
which notice to the consignee was necessary, only 80 
had proper local address, 56 had no address and could 
not be located through the city directory, and 32 were 
without local address, and the city directory showed two 
or more persons by the name. 

Out of 348 shipments received by this carrier on the 
following day for which postal notice was necessary, 165 
bore no local address, and 65 of that number were to 
names that were duplicated in the directory. 

The report was as follows: 


Your committee has given consideration to Demurrage Rule 4, 
Section ‘‘A’’—Notification—and recommends that Section ‘A’”’ 
be amended to provide that the freight notice to the consignee 
shall indicate the amount of freight charges and on straight 
consignments the name of the shipper. The present and pro- 
posed rule reads as follows: 


PRESENT DEMURRAGE RULE 4. 


Section A. Notice shall be sent or given consignee by car- 
rier’s agent in writing, or as otherwise agreed to by carrier 
and consignee, within twenty-four hours after arrival of cars 
and billing at destination, such notice to contain point of ship- 
ment, car initials and numbers, and the contents, and, if trans- 
ferred in transit, the initials and car numbers of the original 
car. In case car is not placed on public-delivery track within 
twenty-four hours after notice of arrival has been sent or 
given, a notice of placement shall be sent or given to consignee. 


PROPOSED DEMURRAGE RULE 4. 


Section A. Notice shall be sent or given consignee by car- 
rier’s agent in writing, or as otherwise agreed to by carrier 
and consignee, within twenty-four hours after arrival of cars 
and billing at destination, such notice to contain numbers, con- 
tents, amount of freight charges, and on straight consignments 
the name of:shipper, and if transferred in transit, the initials 
and number of the original car. In case car is not placed on 
public-delivery track within twenty-four hours after notice of 
arrival has been sent or given, a notice of placement shall be 
sent or given to consignee. 

Consideration has also been given to instructions and ex- 
planations in connection with Demurrage Rule 4, especially that 
portion having reference to mailing the notice of arrival to the 
consignee. Your committee proposed that the instructions 
should be amended to make it compulsory upon the carrier that 
when the street address of the consignee does not appear on 
the billing and is not positively known the notice of arrival 
must be addressed to the billed destination and enclosed in a 
two-cent stamped envelope, thus assuring directory service at 
the postoffice department. The present and proposed instruc- 
tions and explanations read as follows: 


PRESENT INSTRUCTIONS AND EXPLANATIONS.’ 


When address of consignee does not appear on billing and 
is not positively known, the notice of arrival must be addressed 
to the billed destination of the shipment and deposited in U. S. 
mail (in such cases preferably in 2-cent stamped envelope 
bearing return address, same to be preserved on file if re- 


turned). 
PROPOSED INSTRUCTIONS AND EXPLANATIONS. 


When address of consignee does not appear on billing and 
is not positively known, the notice of arrival must be addressed 
to the billed destination, enclosed in 2-cent stamped envelope 
bearing return address, and deposited in U. S. mail, same to 
be preserved on file if returned. 

Your committee recommends that the above named changes 
be approved by the membership. 


Section D, Rule 6. 


Its report on the proposed change in section “D” of 
demurrage rule 6, after considerable discussion as to 
the propriety of advocating this class legislation asked 
for by the grain people, was adopted. The report follows: 


Your committee has considered proposal from the grain inter- 
ests that Section D of Demurrage Rule 6 be amended to pro- 
vide that additional time be allowed within which to furnish 
billing instructions on shipments of grain. This additional 
time is desired because of the peculiar method under which 
shipments of grain are handled. Your committee recommends 
that the proposed change be approved by the membership. 
The present and proposed sections read as follows: 


PRESENT. 


Section D.—Care received from switching lines and held by 
sarrier lines for billing instructions are subject to demurrage 
charges from the first 7 a. m. after arrival on the carrier line 
until billing instructions are received, with no free time 
allowance and without notice. 

PROPOSED. 

Section D.—Care received from switching lines and held by 
carrier lines for billing instructions are subject to demurrage 
charges from the first 7 a. m. after arrival on the carrier line 
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until billing instructions are received, with no free time 
allowance and without notice, except on grain, cars will not 
be: subject to demurrage charges until the second 7 a. m. after 
arrival on the carrier line. 


The reports of this committee on the question of in- 
terpretation of demurrage rules and on the publication of 
both the rules and the interpretations by the various car- 
riers, Which are as follows, were adopted: 


Demurrage Interpretation 207—Computing Time. 


The American Railway Assn. contend that there is consid- 

erable lack of uniformity in the application of demurrage rules 
under the circumstances outlined in Demurrage Interpretation 
207, which reads as follows: 
_, Question. The question has been raised as to what allowance, 
if any, should be made for delay between the receipt of orders 
and the time car is placed for unloading when cars are held 
for surrender of bill of lading, payment of freight charges, or 
other order for delivery. 

(This also refers to Rule 5, Section A.) 

Answer. Allowance should be made in this case only when 
there is delay by carrier in placing, when actual time between 
receipt of order and placing of car should be added to free time. 

Claim is made that the reason for this is that there is no 
provision in the demurrage tariff which specifically provides 
for the beginning of free time following date of notice of arrival 
when cars are held for placement on a public delivery track 
pending payment of freight charges or surrender of bill of 
lading. In order to overcome this so-called difficulty, it has 
been suggested by the American Railway Assn. that a rule be 
provided which will make it clear that time will be computed 
from the first 7 a. m. after notice of arrival. This subject has 
been given careful consideration by your committee, who are 
of the Opinion that the present interpretation is sufficient to 
take care of the situation, and therefore recommend to the 
membership that the plan proposed by the American Railway 
Assn. be declined. 


Publication of Uniform Code of Demurrage Rules. 


It develops that many of the carriers are not publishing in 
tariff form the uniform Code of Demurrage Rules, but have 
made exceptions thereto. It also has come to the attention of 
your committee that various railroads do not publish the inter- 
pretations which have been agreed upon by the American 
Railway Assn. and the National Industrial Traffic League. 
Your committee therefore recommends that the American Rail- 
way Assn. take this matter up with the various railroads 
urging that they publish and file in tarif form the Uniform 
Code of Demurrage Rules and Interpretations with the Inter- 
state Commerce Commission, also that demurrage rules give 
cross references to various interpretations. This subject is re- 
spectfully referred to the membership for approval. 


The committee was not ready to report on the pro- 
posed advance in demurrage rules and that was made 
the first order of business for the next day. 


Baggage Committee. 


The report of the baggage committee, J. W. Cobey, 
chairman, was adopted, the League going on record as 
being strongly in favor of the publication of only one 
joint baggage tariff for each of the passenger association 
territories. The report follows: 


The most noteworthy accomplishment in connection with bag- 
gage is the amendment of the Cummins law by Senator Weeks’ 
Bill S538, as reported on page 16 of Advance Reports. Chair- 
man Adamson advises this passed the House August 2, 1916, 
and when enacted into a law it will greatly relieve the in- 
convenience and annoyance to the traveling public by making 
it unneessary to declare value of baggage unless greater pro- 
tection is demanded than the maximum liability as provided in 
the tariffs. 

Uniform Baggage Rules 


The Southeastern Passenger Association have a joint baggage 
tariff, issued by Agent Joseph Richardson, in which forty-six 
carriers in that territory are parties. This has been found prac- 
tical and very beneficial both to carriers and the traveling pub- 
lic, and it shows the possibilities of having one joint baggage 
tariff, as in their tariff, which is put up in loose leaf form, they 
provide rules for intrastate travel for small lines operating 
in one state, as well as rules on interstate travel applying gen- 
erally throughout the territory. 


Mr. E. L. Bevington, chairman of the Trans-Continental Pas- 
senger Association, advises, for our information, that the ques- 
tion of publishing one general baggage tariff to cover all terri- 
tory west of Chicago, St. Louis, Memphis, Vicksburg and New 
Orleans, similar to the one in effect in southeastern territory, 
is now under consideration by the carriers interested. 

Mr. C. L. Hunter, vice-chairman of the Trunk Line Associa- 
tion, advises that in so far as the baggage rates, rules and 
regulations with the trunk lines are concerned, they are sub- 
stantially standardized for all practical purposes, but they have 
not considered it either essential or necessary to publish a 
joint tariff covering same, and it is not believed or under- 
stood that there is any difficulty in their interpretation by the 
agents or the respective lines, notwithstanding same are pub- 
lished by the individual lines by means of their own tariffs. 

The Central Passenger Association, I understand, at a re- 
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cent meeting attempted to arrange for publication of a joint 
tariff, but because of two or three lines desiring to take care 
of some local conditions an agreement could not be reached, 
and as a result all lines in this territory are reissuing or sup- 
plementing their tariffs at this time. 

Mr. Bevington, who is also chairman of the Fundamental 
Rules Committee of the General Baggage Agents’ Association, 
advises it is the constant aim of the committee, representing 
all territorial passenger associations in the United States, to 
bring the Fundamental Baggage Rules, i. e., rates, rules gov- 
erning dimensions, and all similar underlying rules, into closer 
alignment, but the task has been difficult because of complaints 
being lodged with various federal and state commissions by 
commercial interests, raising technical points governing local 
conditions, ete. As all the important baggage cases have now 
been disposed of, it appears that they can make some progress, 
and a conference of their committee will be called for an early 
date. 


Your committee should like to inquire if it is considered de-' 


sirable that there be one joint baggage tariff for each of the 
territorial associations, as it would seem that this is the first 
step toward uniformity, and also if you think it would be de- 
sirable to have one tariff effective throughout the country. 


The report of the committee on transportation instru- 
mentalities, J. S. Marvin, chairman, as follows, was 
adopted: 

Pooling of Equipment 


Attention is called to reports of this committee at previous 
meetings on the subject of pooling equipment for a freer use 
of common box cars. In our report at the April meeting we 
outlined the action taken by the American Railway Association, 
Car Service Commission, towards enforcing the present car 
service rules covering the handling of equipment between car- 
riers so that it may be proved once and for all whether these 
rules (which heretofore have not been enforced) provide the ma- 
chinery necessary for correct solution of the problem of 
handling cars. f 

The enforcement of car service rules, requiring among other 
things, the routing of all freight equipment in the direction 
of home, was duly undertaken, effective June 1, and a number 
of inspectors have been employed by the American Railway 
Association for this purpose. The question of how equipment 
should be handled as between carriers has been so long de- 
bated that it is encouraging to see the railroads take hold of 
the matter with a view apparently of establishing a new system 
if the present rules are found unsuitable. 

In the meantime, it will be well for members of the league 
to observe the actual working of the present car service rules 
and take note whether the handling of cars under these rules 
while enforced affects shipping interests adversely or in any 
way that should be brought to the attention of the American 
Railway Association. 


Express Committee. 


The report of the express committee, W. H. Chandler, 
chairman, was adopted and the committee was authorized 
to confer with the express companies and, if necessary, to 
go to the Commission, to obtain necessary changes in the 
express receipt to make it conform to the amendment 
to the Cummins amendment to the act. In the adoption 
of the report, as follows, the League again went on record 
as not desiring to handle with the carriers classification 
matters: 


Your committee has had but one subject referred to it since 
the meeting in Baltimore. A member of the league suggests 
that the express companies should be required to provide carload 
rates lower than the merchandise rate whenevr carload ship- 
ments are offered for transportation by express. Rule 18 of the 
Official Express Classification provides that where carload or 
bulky shipments which, by reason of rate, bulk or length can- 
not be loaded or carried in the ordinary express car, and for 
which a special car must be provided, must not be accepted 
for shipment until arrangements have been made for handling. 
It also provides that the minimum charge on such shipments 
must be on 10,000 pounds at the first-class rate. It also pro- 
vides that if the articles are classified higher than first-class 
rate, that the charge will be for 10,000 pounds at the first-class 
rate, or if weighing more than 10,000 pounds in actual weight, 
at first-class. 

From this it will be seen that no provision is made for less 
than the merchandise rate on shipments classified first-class. 

The member who has suggested that the Express Commit- 
tee of the league give consideration to this question wished to 
ascertain the views of the league as a whole, and for this rea- 
son the question is submitted for their viws. 

It is the view of the committee that this is not a subject 
proper for consideration by the league, as the league does not 
undertake to secure changes in classification ratings, nor does 
it deal with classification matters except in a very general way. 
It is the committee’s understanding that carload shipments by 
express are very rare, and the rates on such shipments should 
be secured by individual members, and not by the league. If, 
however, the membership does not agree with this view, the 
committee will be glad to receive suggestions as to how the 
matter should be handled. The committee has been furnished 
with no data up to the present time upon which to base a 
request for the establishment of rates on carload shipments of 
merchandise less than the regular first-class rate. 
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Freight Claims Report. 


The freight claims committee, J. M. Belleville, chair- 
man, submitted a report on the liability of carriers for 
delay in forwaring freight shipments, this report contain- 
ing a statement concerning a shipment which was for- 
warded from Quincy, IIl., Sept. 9, 1913, which did not 
reach its destination, Knoxville, Tenn., until October 27, 
resulting in a damage amounting to $175, for which the 
carriers had declined to assume responsibility because 
they had not been notified at the time shipment was 
started that shipment was required at destination within 
a certain time. 

Several members expressed the opinion that the dam- 
age could be recovered by a suit and the League went 
on record as being of the opinion that in accordance 
with the statement of facts that had been presented, the 
carriers were responsible for the actual damage. 

The reports of this committee on Concealed Loss and 
Damage, Tracing of Freight and Settlement of Claims, 
as follows, were adopted: 


Concealed Loss and Damage 


At our spring meeting, held in Baltimore, we made a full 
report to the league as to the result of our negotiations with 
the Freight Claim Association regarding improved forms to be 
used in the handling of this class of claims and submitted with 
our report samples of the forms as adopted. 

In pursuance of the agreement made with the Freight Claim 
Association, the forms, as agreed upon, were submitted to Mr. 
Robert Quirk, examiner, Interstate Commerce Commission, ac- 
companied by a joint letter signed by the president and secre- 
tary of the league and the president and secretary of the Freight 
Claim Association, asking for the approval by the Commission. 
This joint letter was sent to the Commission July 10 and we are 
expecting daily to receive information of the approval of the 
forms by the Commission. 

When this has been secured we urge upon our members the 
fullest possible co-operation with the carriers in the use of 
these forms as we believe that it will bring about a decided 
reform in the handling of this very vexing class of claims. 

Tracing of Freight 

In previous reports submitted to the league, the committee 
has repeatedly called attention to the great abuse of tracing 
of freight, but unfortunately from the best information we 
can obtain there seems to be as much abuse in this direction 
as has ever been experienced, and we desire, in this connection, 
to call the attention of our members to the following resolu- 
tions adopted by the American Railway Association at its 
meeting on May 17, 1916: 

“Resolved, That the action taken by the association on April 
24, 1907, and May 17, 1911, relative to the tracing of freight be 
rescinded, and in lieu thereof that the following preambles and 
resolutions be approved: 

“Whereas, Reports to the association indicate that every year 
at least 5,000,000 telegrams and 3,000,000 letters are transmitted 
by the railways in tracing for freight, at the expense of over 
$1,000,000; and 

‘“‘Whereas, Many railways have been induced to make pass- 
ing reports and arrival reports to shippers of freight; and 

‘“‘Whereas, In many instances the time of officers and em- 
ployes is occupied in the making of these tracers and reports, 
which could much better be employed in expediting movement 
of freight; therefore be it 


“Resolved, That it be recommended that the members of 
the American Railway Association take immediate steps to- 
ward the reduction to a minimum of passing and arrival reports 
to shippers and that the tracing of freight be regulated by the 
following rules, which should supersede those covered by the 
resolutions adopted by the American Railway Association in 
1907 and 1911.” 

Note.—These rules do not refer to requests to expedite the 
movement of freight, but shippers should be requested to con- 
fine their tracing to cases where shipments have not reached 
destination after sufficient time for the movement has elapsed. 

1. Each tracer for freight should be handled through the Car 
Service Department. 

2. No tracer shall be started, either by wire or mail, until 
the shipment shall have had sufficient time to reach its des- 
tination. 

No tracer shall be handled by wire except in cases of 
perishable or highly important freight, or a shipment which 
has been unreasonably delayed. Such tracer, when received 
by wire, should be answered promptly by wire. 

4. Each tracer should show the initials and number of car, 
commodity, point of origin, date of forwarding, route, con- 
signee and destination. 

5. (a) When an interline tracer has been properly started 
as per rules 1 and 2, it shall be promptly forwarded to the road 
to which the shipment was delivered, and the originator of the 
tracer shall be immediately notified of the date, time and 
place of such delivery: the road making delivery to consignee 
will promptly advise the originator of the tracer direct, of the 
date of arrival at destination. 

(b) If the shipment has been transferred en route, that 
information shall also be transmitted, referring to the original 
car number. , 
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6. When a tracer originates with the consignee, it shall be 
transmitted from one road to another in reverse order to the 
route until the shipment is located, when the tracer shall be 
handled as provided by Rule 5. 

The matter of tracing freight shipments has become a most 
important problem and as stated in the preambles to the fore- 
going resolution, it is costing the railroads over one million 
dollars annually. It is the feeling of the Executive Committee 
that active steps should be taken to effect a remedy. This 
can be accomplished by strict enforcement of the recommenda- 
tions of the association. The Executive Committee, therefore, 
earnestly requests the hearty co-operation of the presidents 
and trusts that the resolution of the association may be made 
effective on every railroad which is a member of the associa- 
tion at an early date. 


Attention was called to the fact that one very im- 
portant railroad had discontinued. the keeping of passing 
records at transfer points on its line, and it was inti- 
mated that this step had been taken because of the 
extremely large number of useless tracers it was being 
compelled to handle. 

Several members urged the importance of these records 
in legitimate tracing, and the committee was instructed 
to take up with the American Railway Association the 
question of having a record kept of freight passing all 
junction points. 


Settlement of Claims 


Your committee has for several years past endeavored to 
obtain from the membership reports with regard to the experi- 
ence of our members with carriers as to prompt settlement of 
claims, but I have only in. very few instances been able to get 
such reports. We are hoping, however, to be able to present at 
the annual meeting of the league in November, a special re- 
port on this question, showing the experience of our members 
in various parts of the country, and we believe that the show- 
ing made will be of very great interest to our membership. 

We desire, however, to call attention to the annual report of 
Traffic Manager McKay of the Southern Cypress Manufactur- 
ers’ Association, which appears upon this question. This re- 
port is particularly interesting for the reason that a very 
few years ago Mr. McKay was experiencing very great diffi- 
culty in the adjustment of claims and this report shows that 
there has been very remarkable improvement made. 

I quote from the formal report, and also from a separate re- 
port sent me by Mr. McKay: 

“During our fiscal year, ending April 30, 1916, we filed 1,590 
overcharge claims and collected a total of 1,516 overcharge 
claims, 1,465 of which were current with the year’s business. 

‘“‘We collected 1,104 claims inside of 30 days, an average of 
69.4 per cent; 196 inside of 60 days; 55 inside of 90 days, and 
49 claims in more than 90 days. Thirteen (13) are still un- 
collected, but practically all of these are with the Commission. 

“The total amount collected last year was $17,925.62, and our 
outstanding account at the beginning of this fiscal year is 
2,071.08. As a matter of information, the total amount col- 
lected through this office from April 10, 1906, to April 30, 1916, 
was $311,499.90. This total does not include refunds by cor- 
rection, but only actual filed claims. 

In this connection it should be stated that there has been 
noticeable improvement in weighing methods, particularly the 
Western Weighing and Inspection Bureau, and a disposition 
to work more closely with the shippers. There has also been 
decided improvement made in the matter of delivery at destina- 
tion points, greater efforts being made to protect through 
rates and refunds by correction instead of handling as claims. 
Several of the carriers are making every effort to adjust over- 
charges through their accounting departments by notification 
of the overcharge.”’ 

Your committee has also received from another one of our 
members a report as to claims, which is not so encouraging 
as this, but it has to do entirely with damage claims while 
the case above cited is all overcharge claims. The latter report 
referred to is not suffieiently complete for me to present to 
th league at this time, but will be thoroughly covered in our 
report to the November mecting. 


Legislative Committee. 


H. G. Wilson, chairman of the legislative committee, 
submitted an extended report containing a synopsis of 
the principal legislation introduced in Congress at the 
present session affecting commerce in transportation or 
affecting common carriers. This report showed 48 bills 
and resolutions introduced and Mr. Wilson said this wes 
not all, there being a number of others that he had not 
read and that were not included in his report. 


In speaking of the Commission’s proposed change in 
rule 13 of its rules of practice, he said he had found 
that there was decided objection on the part of some to 
submitting rate tabulations and comparisons at the time 
the complaint was filed, and his committee was in- 
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structed to circularize the members asking for an opin- 
ion as to the proposal. 


In speaking of H. R. 15455, the bill to create a United 
States shipping board, he said he had just been advised 
that it had been amended in the Senate so that control 
over river traffic would be excluded, and the League 
went on record as opposed to giving this new board 
control over either traffic from port to port in this coun- 
try or over the internal waterways. 

Attention in this connection was called to the fact 
that within a few days the Morgan Line would be subject 


‘to the Interstate Commerce Commission, while the Mal- 


lory Line, under the law as proposed, would be subject 
to the new board. . 


Newlands Resolution. 


Mr. Wilson said that, to him, the Newlands resolution, 
S. J. Res. 60, was the most important thing to come before 
the League at this meeting. He said he considered it 
the second great step that had been taken in the regula- 
tion of transportation, the first one having been taken 
in 1887 with the passing of the Act to regulate commerce. 
He thought strong pressure would be brought to bear 
on the committee, provided for by this resolution, to 
have it recommend the elimination of section 4 from the 
act and the amending of section 15 to provide for the 
payment of the increased rates named in suspended tar- 
iffs, the money accruing from the increase to be held by 
some competent official and paid to the carrier if the 
tariffs were permitted to go in or refunded if the tariffs 
were condemned. 

Mr. Wilson stated that in so far as his inquiries had 
gone, he had found no one outside of the carriers who 
was in favor of the elimination of dual regulation. 

The committee recommended that the membership be 
circularized for an answer at once to the following funda- 
mental questions: 

1. Shall the League favor exclusive federal control? 

2. Shall the League favor exclusive federal incorpora- 
tion and the regulation of the issuing of securities? 

3. If there is to be exclusive federal control what shall 
be done about taxation—shall the states continue to levy 
taxes or shall it be done by the United States and the 
amount apportioned to the states? 

4. If there is to be exclusive federal control, shall it 
include the policing of the operation of trains, etc.? 

One member from the South said that to that section 
of the country, section 4 was particularly obnoxious, and 
he urged that the scope of the inquiry that was rec- 
ommended by Mr. Wilson’s committeee be broadened. 

The report was received and the executive committee 
was ordered to circularize the membership along the 
lines suggested by Mr. Wilson as well as any others 
embodied in the resolution. 

The executive committee was also authorized to em- 
ploy counsel to protect the interests of the League if 
action by the congressional committee should seem to 
demand such action prior to the fall meeting of the 
League. 

The report of the weighing committee, O. F. Bell, chair- 
man, as follows, was adotped: 


Methods Used by the nauhiegs: "~~ gatas Weights on Track 
cales 


Your committee has been carrying on investigations in re- 
spect to the practice of the carriers in Southern Weighing and 
Inspection Bureau territory in weighing carload freight. It 
develops that while some of the carriers are weighing Gars 
detached at both ends, many of the lines are weighing cars 
coupled at one end, and frequently coupled at both ends. We are 
firmly of the opinion that more accurate weights can be secured 
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by complete release of car, and in no case should weights be 
ascertained when both ends of a.car are coupled with other 
cars, nor should cars be weighed while in motion, excepting on 
scales specially adapted for weighing on motion and as set 
forth by Commissioner Prouty in the weighing investigation. 


Code of Weighing Rules 


Your committee is continuing its negotiations with the Amer- 
ican Railway <Association’s committee, endeavoring to secure 
adoption of the National Code of Weighing Rules, as agreed to 
by the American Railway Association and the National Indus- 
trial Traffic League. The carriers in New England, Southern 
and Trunk Line territories have not yet adopted the Code of 
Weighing Rules, although we are advised through the Ameri- 
ean Railway Association that it is giving the matter attention, 
and progress is being made. In our opinion, all carriers should 
adopt the National Code of Weighing Rules, and we will con- 
tinue in our efforts along those lines. 


Decision of I. C. C. in Case No. 7801—Eastern & Western 
Lumber Co. vs. Southern Pacific Co. et al. 


Attention is called to decisions of the I. C. ©. in Case 7801, 
Eastern and Western Lumber Co. vs. Southern Pacific Co. et 
al., 38 I. C. C., 697, decided March 31, 1916, covering transporta- 
tion of carload of kiln-dried lumber from Portland, Ore., June 23, 
1914, to McGill, Nev. 

In this decision the Commission approved the use of the 
actual weight on empty car found on track scales at destina- 
tion in connection with the gross weight of the loaded car 
found on track scales at point of origin as basis for settle- 
ment of freight charges on the theory, apparently, that lumber 
is a shrinkable commodity, and that there was an obvious error 
in the marked weight of the car. The rule provides that 
weights of shrinkable commodities properly ascertained at 
point of origin shall not be changed except in case of obvious 
error. The carrier assumed that the difference between the 
gross weight at Portland and the gross weight at McGill was 
accounted for by the shrinkage of the lumber in transit and 
that the light weight of the car found at McGill (42,660 pounds) 
was correct (although the actual light weight determined four 
months before the shipment moved was 43,600 pounds, and 
seven months after 43,100 pounds), and consequently that there 
was an obvious error which justified the application of the 
net weight of the load ascertained by the use of the gross 
weight at point of origin in connection with the actual tare 
weight at destination. The gross weight, marked tare and 
net weight ascertained at shipping point is as follows: 


nr cbs a hacen peas] we pibe oe saa oe ewes 96,000 Ibs. 
Ce eS rr ere 43,600 Ibs. 
PT TL Pe ET ee 52,400 Ibs. 


The car was checkweighed at Roseburg, Ore., with a gross 
weight of 96,200 Ibs. The car was reweighed, both loaded and 
light, at destination, McGill, Nev., with the following result: 

SN FN 5 utaiatasa ciaiaieara'hia Big aiotsie Akins Wied aa ane 95,120 Ibs. 
pO ge i Re ers Pres ries 42,660 Ibs. 


I oi ec ctwi noe werecunusesmaniepense 52,460 lbs. 

Evidence was offered indicating that the scales at McGill 
were weighing light. If that were true, it is apparent that that 
condition affected the weighing of the car loaded as well as 
light. The shipment was in transit 18 days, and was loaded 
in a steel underframe wooden box car with a tin roof. Charges 
were collected at tariff rate on basis of 53,340 lbs., the differ- 
ence between the gross weight at Portland and actual tare 
weight at McGili. 

It will be observed that there is only 60 lbs. difference in 
the net weight ascertained at point of origin and point of 
destination. It seems to have been demonstrated that the 
scales at McGill were weighing light, although the Commission 
did not take cognizance of this fact. In view of the fact— 
which we have learned is true that receivers of lumber can and 
do take advantage of greater actual tare weights at destina- 
tion to_reduce the billed weights of lumber received by them— 
is it advisable under the circumstances to take this particular 
case up with the Commission with a view to securing a change 
in their decision? 

It was the sense of the League that this decision established 
no precedent and that no further action was necessary. 


Rate Construction and Tariffs. 


The committee on rate construction and tariffs, F. E. 
Williamson, chairman, reported that it had been in cor- 
respondence with the chairman of the Official Classifi- 
cation Committee in an effort to arrange for the free 
distribution of the classification, but had been definitely 
advised that the expense and great waste such a plan 
would involve it could not be done. It recommended 
that the Act to regulate commerce be so amended as to 
provide for the free distribution of the different classifi- 
cations, and the matter was referred to the legislative 
committee. 


This committee’s report on the Commission’s attitude 
concerning the collection or waiver of undercharges, as 
expressed in Conference Rulings 220, 221, 254 and 296, as 
well as 258 and 432, which had been rescinded by 472, 
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was to the effect that it was a matter demanding legisla- 
tion, and it was referred to the legislative committee. 


This committee reported that it had been in extended 
correspondence with the different classification committees 
looking to the adoption of a uniform minimum charge 
rule, but that it had made practically no headway. 

The report was adopted and the League went on record 
as being in favor of the Universal adoption of the West- 
ern Classification’s minimum charge rule. 


TRANSCONTINENTAL RATES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The fact that the northern lines and the Southern Pa- 
cific were well understood to be in disagreement as to 
whether it would be politic for the carriers to propose 
advancing rates because the Panama Canal traffic had 
fallen off, causes a suspicion that the departures in the 
Countiss tariffs from what the Commission seemed to 


have allowed were made with a view to forcing the sus- 
pension of the tariffs. 


It is a matter of record that the northern lines viewed 
the effort of Spokane merchants to force an increase in 
terminal rates with sympathetic eyes. The Southern Pa- 
cific held with the Pacific coast people that, inasmuch as 
the disappearance of competition was only temporary, the 
Commission should not authorize any departure from the 
rates prescribed in schedule C, the amendment to the 
original fourth section order laying down the seven, fif- 
teen and twenty-five per cent rule. 

If there was any such scheme, it seems bound to suc- 
ceed, although the informal conference on the subject 
will not be held until August 14. The disregard of the 
Commission’s decision, using the language of protesting 
shippers as an accurate statement of the situation, is 
so marked that it would seem impossible for the regu- 
lating body to overlook what shippers are inclined to 
regard as an intended flouting of it. 

Protests by Seth Mann of the San Francisco Chamber 
of Commerce, and H. C. Barlow, of the Chicago Associa- 
tion of Commerce, which may be regarded as typical, are 
based wholly on their assertion that the tariffs filed by 
the carriers do not raise a fourth section question at all, 
but merely a query as to whether the new and much 
higher rates, for both terminal and intermediate terri- 
tories, if allowed to become effective, will be reasonable. 
They insist there has been no hearing on the proposed 
advances because they were not even intimated at the 
hearings on the Spokane complaint. They insist on hav- 
ing an opportunity to be heard, as the law, they think, 


contemplated they should be, under such conditions. 
A yardstick is the best implement for measuring the 


quantity of protest that is being made against the trans- 
continental tariffs filed by R. H. Countiss. The protests 
now make a stack of paper about eighteen inches hig. 
The nature of the changes proposed by the tariffs, judging 
from the fact that telegrams are coming in five and six 
days after they were filed, were not known until several 
days after they were filed. 

As heretofore set forth, the protests refer principally 
to the changes in the rates on canned goods and dried 
fruits from the Pacific coast eastward. But they are not 
confined to them. Merchants and manufacturers in the 
East have also joined the chorus in protest against the 
westbound rates, which may or may not be in accordance 
with the seven, fifteen and twenty-five per cent rule. The 
protests, in no instance, indicate whether they are based 
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on a contention that that rule has been disregarded or 
on the mere fact that an advance, such as is optional 
under the Commission’s decision, has been proposed. 


Specific protests have been made to an advance of 19 
cents on structural iron and steel from Atlantic coast 
points to Pacific coast destinations. Inasmuch as the 
rate is now 75 cents and the Commission allows a 25 
per cent departure, and, further, inasmuch as the carriers 
have not elected to reduce rates at intermediate points, 
that advance, at first glance, would appear to be within 
the ruling of the Commission in the complaint of the 
Spokane merchants. 

Another protest is against an advance in the rate on 


rubber boots and shoes from New York to Pacific coast 
points from $1.75 to $2.75, as stated by the protestant. 


Another protest is against an advance on paint in oil 
from Wisconsin points to Pacific coast points, from 75 
cents to $1.12. 

The fact that the Commission will hold a hearing on 
the subject on August 14 had not, up to August 5, become 
well known among shippers, as is shown by the fact that 
on that day came telegraphic inquiries from several want- 
ing to know about the truth of a rumor that such a hear- 
ing would be held. Several of the inquirers wanted to 
know whether it was limited to wholesale grocers in New 
York. One wanted to know whether the Commission 
could not give shippers other than wholesale grocers a 
chance to be heard. 


RAILWAY REVENUES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

Returns from ninety-three railroads for June, the last 
month of the fiscal year 1916, summarized by the Com- 
mission on August 4, show a continuance of the high level 
of returns. The mileage of the reporting roads was 107,- 
274, as compared with 106,380 for the corresponding month 
in 1915. 

For the country as a whole the operating revenue rose 
from $138,715,925 to $165,617,929. Operating expenses in- 
creased from $92,236,514 to $107,514,408, and the operating 
revenue from $46,479,411 to $58,103,521. The net revenue 
per mile increased from $436 to $541. 

In the eastern district the operating revenue rose from 
$80,307,822 to $96,401,711. The expenses rose from $52,800,- 
726 to $63,893,426, and the net revenue from $27,507,726 
to $32,508,285, and the net per mile from $730 to $866. 
The mileage in this district decreased from 37,685 to 37,542, 
as compared with June, 1915. 

In the southern district the operating revenue climbed 
from $17,892,166 to $21,208,944, and the operating expenses 
from $12,492,546 to $13,614,317. The net ran up from 
$5,399,620 to $7,594,627, and the net per mile from $219 to 
$304. 

For the western district the operating revenue advanced 
from $40,515,937 to $48,007,274, and the expense from $26,- 
943,872 to $30,006,665, and the net from $13,572,065 to 
$18,000,609 and per mile from $307 to $402. 

For the twelve months the total mileage increased from 
106,346 to 107,202, The operating revenue advanced from 
$1,564,827,163 to $1,855,904,227. Operating expenses from 
$1,113,524,677 to $1,220,232,798, and the net from $451,- 
302,496 to $635,671,429, and per mile from $4,242 to $5,930. 


In the eastern district the operating revenue climbed 
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from $883,161,357 to $1,070,004,307, and the expenses from 
$640,280,140 to $710,783,110; the net from $242,881,217 to 
$359,221,197 and the per mile from $6,436 to $9,528. The 
mileage decreased from 37,734 to 37,701. 


In the southern district the mileage increased from 
24,558 to 24,821 and the operating revenue from $220,731,- 
308 to $257,450,090; expense from $158,068,303 to $165,229,- 
216, and the net from $62,663,005 to $92,220,874, or from 
$2,551 to $3,715. 


In the western district the mileage increased from 44,053 
to 44,678 and the net operating revenue from $460,934,498 
to $528,449,830; expenses from $315,176,224 to $344,220,472; 
net from $145,758,274 to $184,229,358, and per mile from 
$3,309 to $4,123. 


THE CLAYTON ACT 


THE TRAFFIC SERVICE NEWS BUREAU, 
Celerado Building, Washington, D. C. 


It is well understood at the Interstate Commerce Com- 
mission that there will be no pronouncement by that body 
in regard to the enforcement of the tenth section of the 
Clayton anti-trust law, in so far as it relates to common 
carriers, until fall. It becomes effective, by its terms, oa 
October 15. It forbids railroads to have dealings with 
financial or supply houses in which directors, officers or 
purchasing agents of railroads have a substantial interest, 
or vice versa, except on a competitive bidding basis, if 
the transactions amount to so much as $50,000 a year. 


While there is nothing official on the subject, it is well 
understood the Commission will afford Congress all the 
opportunity the law-making branch needs to make changes 
in the law, if it so desires. The American Railway Asso- 
ciation has asked the House judiciary committee to act 
favorably on a bill postponing the effective date of the 
section and also to modify it so that when it does become 
operative it will not apply to the transactions between 
parent and subsidiary companies—in other words, so that 
when a subsidiary company buys equipment or supplies 
from the parent company, which bought them in enormous 
quantities so as to get the benefit of the lowest unit price 
possible, it will not be necessary to go through the form 
of competitive bidding. Alfred P, Thom, spokesman for 
the association, told the committee and also the Commis- 
sion that the substitution of a so-called competitive basis 
for the transactions between parent and subsidiary would 
open the door to a swarm of harpies and financial adven- 
turers to levy blackmail and to seriously present the possi- 
bility of the disruption of big and efficient railroad sys- 
tems if the blackmail was not paid, all on the false as- 
sumption that “insiders” are making money at the ex- 
pense of the corporations for which they are acting as 
directors or performing other trust duties. 


Thus far the committee has done nothing and the day 
when the law becomes effective is only two months away. 
At the hearing before the Commission the suggestion was 
made that, while the law becomes effective October 15, 
there is no necessity for the Commission to prescribe rules 
for its enforcement until such time as it sees fit. Assum- 
ing that Congress would not change the law, it was sug- 
gested that January 1, 1917, would be a good time for the 
Commission to make rules for its enforcement effective. 
It is that and other suggestions on which the Commission 
is thinking, but on which no answer will be made before 
resumption of work by the Commission in the fall. 
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WESTERN CLASSIFICATION 


Official Docket of Hearings Before the West- 
ern Classification Committee on Applica- 
tions for Changes in Ratings, Rules, 
Etc., in Classifications 53 and 54 


The Western Classification Committee, 
R. C. Fyfe, Chairman; H. C. Bush, W. E. Prendergast. 

The Western Classification Committee will, on the dates and 
at the hours named, consider the following applications for 
changes in ratings, rules, etce., in Classification No. 54 (except 
as otherwise stated). Interested persons desiring to appear 
and present arguments will be heard in the committee confer- 
ence room, 1875 Transportation Building, Chicago, unless an- 
other locality is stated. 


TUESDAY, SEPTEMBER 26. 


Docket No. 829—9:30 A. M. Submitted by Shippers. 

Toilet Preparations, not otherwise indexed by name, in boxes, 
c. L., minimum weight 24,000 pounds, third class. 

Extracts, not otherwise indexed by name, in barrels or boxes, 
c. L., minimum weight 24,000 pounds, third class. 

Toilet Preparations, not otherwise indexed by name, and Ex- 
tracts, not otherwise indexed by name, in barrels or boxes, 
mixed C. L., minimum weight 24,000 pounds, third class. 

(New entries.) 

Docket No. 830—10:00 A. M. 

Aquariums, in boxes, first class. 

(To cancel Item 11, Page 109, Classification 53.) 
Docket No. 831—10:15 A. M. Proposed by Shippers. 
Addition of 1,000 pounds or less of Asbestos Pipe Covering to 

Note under Item 39, Page 303, Classification No. 53, “Steam 
or Hot Water Heating Apparatus.”’ 

Docket No. 832—10:30 A. M. Proposed by Shippers. 

Wax, Floor or Polishing, Solid or Paste: In boxes, L. C. L., 
second class; in boxes, C. L., minimum weight 36,000 
pounds, fifth class. 

Docket No. 833—10:45 A. M. Proposed by Shippers. 

Cheese: In metal cans in boxes, fourth class. 

Docket No. 834—11:00 A Proposed by Shippers. 

Tubes: Tubes, not ae ise indexed by name: 

Asbestos: In barrels, boxes’or crates, L. C. L., third class; 
in packages named, Cc. L., minimum weight 30,000 pounds, 
fifth class. 








Proposed by Shippers. 


(New Item.) 
Docket No. 835—11:15 A. M. Proposed by Shippers. 
Cough Candy Drops or Tablets, medicated: In glass or earth- 
enware, packed in barrels or boxes, L. C. L., second class; 
in cartons in boxes, L. C. L., second class; in packages 
named, C. L., minimum weight 30,000 pounds, third class. 
(To cancel Item 31, Page 172.) 
Docket No. 836—11:25 A. M. 
Descriptions by Uniform and Ratings 
by Western Committee. 
Annealing Boxes or Pots, or Annealing Box or Pot Bottoms, 
Burnt Out, iron or steel: Loose, L. C. L., fourth class; 
loose, straight or mixed C. L., minimum weight 40,000 
pounds, class C. 
(Cancels Item 17, Page 118.) 
Docket No. 837—11:35 A. M. Proposed by Shippers. 
Patterns, Metal or Wooden: In boxes or crates, L. C. L., one 
and one-half times first class; loose or in packages, C. L., 
minimum weight 10,000 pounds (subject to Rule 6B), first 
class. 

(To cancel Item 10, Page 267, Classification No. 53.) 
Docket No. 838—11:45 A. M. Proposed by Shippers. 
Boot and Shoe Findings: Heels: Rubber: In barrels or boxes, 

L. Cc. L., second class; in packages named, C. L., mini- 
mum weight 30,000 pounds, third class. 
(To amend Item 30, Page 136.) 
Docket No. 839—11:55 A. M. Proposed by Shippers. 
Bird Gravel or Sand: In bags, barrels or boxes, L. C. L., third 
class; in packages named, C. L., minimum weight 30,000 
pounds, fifth class. 

(To cancel Item 23, Page 119, Classification No. 53.) 
Docket No. 840—1:30 P. M. Proposed by Shippers. 
Malt Extract, unfermented and not medicated (Malt Extract, 

paste or syrup, for baking): In metal cans in crates, L. Cc. 
L., third class; in metal cans in barrels or boxes, L. C. L., 
third class: in bulk in barrels, L. C. L., fourth class. 
(To amend Item 1, Page 273.) 
Docket No. 841—2:00 P. M. Proposed by Shippers. 
Mentholatum: In glass or earthenware, packed in barrels or 
boxes, L. C. L., first class; in fiber or metal cans or cartons, 
in barrels or boxes, L. C. L., first class; in bulk in barrels 
or boxes, L. C. L., first class; in packages named, C. L., 
ee weight 24,000 pounds (subject to Rule 6B), third 
class. 
Docket No. 842—2:15 P. M. Proposed by Shippers. 
Insecticides or Fungicides, Agricultural, not otherwise indexed 
by name, other than liquid, Lead Arsenate, Dry Lime and 

Sulphur Solution and Sulphur, in metal cans completely 

jacketed, in metal cans in barrels or boxes, or in bulk in 

barrels or boxes, in mixed carloads will be taken at the 
highest rating ‘provided for carload quantities of any 
article in the shipment. The minimum weight shall be the 
highest carload minimum weight provided for any article 
in the shipment. 

Docket No. 843—2:30 P. M. 
Descriptions by Uniform and Ratings 
by Western Committee. 
Buckets or Diprers, Conveying, Dredging or Dumping, iron or 
steel (see Note): Loose or in packages, L. C. L., third 
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class; loose or in packages, straight or mixed C. L., mini- 
mum weight 30,000 pounds, class A. 

Note. —Ratings apply on Excavating and Dredging Ma- 
chine or Steam Shovel Buckets or Dippers, also on the 
type of Bucket used for loading, conveying or dumping 
loose material, such as Coal, Concrete, Sand, Ore and 
Crushed Stone. 

(Cancels Items 21, 22 and = 143, and 12 and 13, Page 
9.) 


Docket No. 844—2:45 P. M. Submitted by Shippers. 
Automobile Lamp Lenses, bent glass, in boxes, second class. 
Docket No. 845—3:00 P. M. Submitted by Shippers. 
Automobile Lamp Reflectors, in barrels or boxes, first class. 
Docket No. 846—3:15 P. M. Proposed by Shippers. 
Oven Door Panels, Enameled Steel, nested, in boxes, L. C. L., 
third class; in packages named, C. L., minimum weight 
30,000 pounds, fifth class. : 
Docket No. 847—3:30 P. M. Proposed by Shippers. 
Mangers (Feed Boxes) or Troughs, Feeding or Watering: 
Troughs and Tanks combined, Watering (Hog Watering 
Fountains), iron or steel, with or without Fire Boxes, in 
crates, first class. 
(New Item.) 


Docket No. 848—3:45 P. M. 
Spot Grounds, in boxes, fourth class. 
(New Item.) 

Docket No. 848!/2.—4:00 P. M. 

Coops or Crates, Poultry: 
Wood combined: S. U., 
pounds, second class. 

(To amend Item 15, Page 168.) 

Docket No. 849—4:15 P. M. Proposed by Shippers. 

Coops or Crates, Animal or Poultry: Shipping: Wood or Metal 
or Wood and Metal combined: K. D. flat or folded flat: In 
bundles, L. C. L. and in bundles, C. L., lumber tariff 
rates and minimums. 

(To amend Item 14, Page 168.) 

Coops or Crates, Animal or Poultry: Other than Shipping: 
Wire and Wood combined: K. D. flat or folded flat: In 
bundles L. C. L. and in bundles C. L., lumber tariff rates 
and minimums. 

(To amend Item 15, Page 168.) 

Docket No. 850—4:30 P. M. Proposed by Shippers. 

Boxes: Fiberboard, Pulpboard or Strawboard, without wooden 
frames (Paper Boxes): Corrugated: K. 'D. flat or folded 
flat: In boxes, bundles or crates, L. C. L., third class; in 
packages named, C. L., minimum weight 24,000 pounds 
(subject to Rule 6B), fifth class. 

Corrugated Boxes, K. D. flat or folded flat and Corrugated 
Boxes with bodies folded flat and bottoms and tops S. U., 
in boxes, bundles or crates, C. L., minimum weight 24, 000 
pounds (subject to Rule 6B), fifth "class. 

(To cancel Item 3, Page 127, Classification No. 53.) 
WEDNESDAY, SEPTEMBER 27. 

Docket No. 851—9:30 A. M. 

Descriptions by Uniform and Ratings 
by Western Committee. 

Machinery and Machines: Cotton Ginning 

Cotton Elevators, consisting of: 

Belt Distributors, K. D., in boxes or crates, L. C. L., sec- 


Proposed by Shippers. 


Proposed by Shippers. 
Other than Shipping: Wire and 
Cc. L., minimum weight 10,000 


ond class. 

Cotton or Seed Flue Elbows, in boxes or crates, L. C. L., 
class D1. . 

Cotton or Seed Flue Valves, in boxes or crates, L. C. L., 
class D1. 


Cotton or Seed Flues: Iron or steel: Not nested, in boxes 
or crates, L. C. L., first class; nested, in boxes or crates, 
L. C. L., second class. 
Cotton or Seed Flues: Wooden: S. U., in boxes or crates, 
L. C. L., first class; K. D., in boxes, bundles or crates, 
L. C. L., third class. 
Cotton Chutes, in boxes or crates, L. C. L., second class. 
Cotton Receivers or Separators, in boxes or crates, L. C. 
L., second class. 
Lint Condensers, in boxes or crates, L. C. L., second class. 
Lint Condenser Caps or Dust Flues, in boxes or crates, L. C. 
L., second class. 
Gins, or Gins and Presses combined, in boxes or crates, 
L. C. L., second class. 
Gin Feeders, in boxes or crates, L. C. L., second class. 
Gin Presses or Gin Press Trampers, separate or combined, 
K. D., in boxes, bundles or crates, L. C. L., second class. 


Gin, Gin Feeder or Lint Condenser Parts, not otherwise in- 
dexed by name, in barrels, boxes, bundles or crates, L. C. 
L., second class. 


Cotton Elevators, consisting of Belt Distributors, Cotton or 
Seed Flue Elbows, Cotton or Seed Flue Valves, Cotton or 
Seed Flues, Cotton Chutes, Cotton Receivers or Sepa- 
rators; Lint Condensers; Lint Condenser Caps or Dust 
Flues; Gins or Gins and Presses combined; Gin Feeders; 
Gin Presses or Gin Press Trampers, separate or combined; 
or Gin, Gin Feeder or Lint Condenser Parts, not other- 
wise indexed by name, in packages provided for L. C. L. 
shipments, straight or mixed C. L., minimum weight 

20,000 pounds (subject to Rule 6B and Note 3, class A, 

Cotton Gin Brushes, in boxes or crates, second class. 

Cotton Gin Saws, in boxes, second class. 

Cotton Gin Saw Cylinders (Cotton Gin Saws on Shafts), in 
boxes, first class. 

(Cancels Items 4 and 5, Page 259.) 

Docket No. 852—10:15 A. M. Proposed by Shippers. 

Automobile Trailer Camping Outfits: Two-wheeled Carts with 
canvas, mattresses, stove, refrigerator and cooking utensils: 
S. U., in boxes or crates, except poles or shafts, L. C. L., 
class D1; K. D., in boxes or crates, except poles or shafts, 
L. C. L., one and one-half times first class; in packages 
named, straight or mixed C. L., minimum weight 10,000 
pounds, second class. 


Automobile Trailer Cars, not otherwise indexed by name: S. U., 
L. C. L., one and one-half times first class; K. D., L. C. L., 
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first class; in straight or mixed C. L.} minimum weight 
20,000 pounds (subject to Rule 6B), class A. 
Docket No. 853—10:30 A. M. Proposed by Shippers. 
Vehicle Parts, other than Self-Propelling: Wheel Rims, iron or 
steel: In barrels, boxes, bundles or crates, L. C. L., fourth 
class; loose or in packages, C. L., minimum weight 36,000 
pounds, fifth class. 
(To cancel Item 13, Page 375.) 


Docket No. 854—10:40 A. M. 
Descriptions by Uniform and Ratings 
by Western Committee. 
Agricultural Implements, Other Than Hand (see Note): 

Grain or Seed Drills: S. U., L. C. L., class D1; handles de- 
tached and tied to frame or in bundles, L. C. L., second 
class; K. D., in boxes, bundles or crates, L. C. L., third 
class; loose or in packages, C. L., minimum weight 24,000 
pounds (subject to Rule 6B), class A. 

(Cancels Item 1, Page 108.) 


Docket No. 855—10:50 A. M. 
Descriptions by Uniform and Ratings 
by Western Committee. 
Agricultural Implements, Other Than Hand (see Note): 
Planters: Bean, Corn, Cotton, Pea or Peanut, separate or 
comibned: S. U., L:.C. L., class D1; handles detached and 
tied to frame or in bundles, L. C. L., second class; K. D., 
in boxes, bundles or crates, L. C. L., third class; loose or 
in packages, C. L., minimum weight 24,000 pounds (subject 
to Rule 6B), class A. 
(Cancels Items 10 and 13, Page 106.) 
Docket No. 856—11:00 A. M. 
Submitted by Uniform Committee. 
Page 108, Item 15; Automatic Corn 


Eliminate: Hay Pulleys, 
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Drill Hoppers, Page 111, Item 3; Brakes, Traction Engine, 
Page 111, Item 8; Drill Hitch, Page 112, Item 2; Harrow 
Ball Boxes and Spools, Page 112, Item 10; Press Drill 
Shoes, Page 113, Item 9; Separator Shoes, wooden, Page 
113, Item 14; Separator Steering Poles or Guides, Page 113, 
Item 15; Tool Boxes, stamped steel, Page 114, Item 4; 
Weight Boxes, Harrow, Page 114, Item 6. 

Docket No. 857—1:30 P. M. Proposed by Shippers. 

Addition of Peanut Butter to Item 6, Page 202. 

Docket No. 858—2:00 P. M. Proposed by Shippers. 

Automobile Tire Cement Filler: In metal cans in boxes)°L. C. 
L., first class; in metal cans in boxes, C. L., minimum 
weight 30,000 pounds, third class. 

(New Item.) 

Docket No. 859—2:15 P. M. 

Boot and Shoe Findings: Rands, in bags, barrels or boxes, 
L. C. L., third class; in packages named, C. L., minimum 
weight 24,000 pounds, fifth class. 

(Cancels Item 5, Page 137.) 

Docket No. 860—2:30 P. M. Proposed by Shippers. 

Springs, iron or steel, other than wire, Coiled, made of iron or 
steel 5-16 inch or over in thickness, and Spring Seat Bot- 
toms or Slats for Couches, Lounges, Davenports or Chairs, 
in mixed C. L., minimum weight 36,000 pounds, fifth class. 

(New Item.) 

Docket No. 861—3:00 P. M. Proposed by Shippers. 

Culverts, iron or steel: Cast, taken apart lengthwise: Loose or 
in packages, L. C. L., fourth class; loose or in packages, 
Cc. L., minimum weight 36,000 pounds, fifth class. 

(Cancels Item 4, Page 174.) 
Docket No. 862—3:30 P. M. Proposed by Shippers. 
Harness Oilers, iron or steel, in boxes or crates, first class. 
(New Item.) 


Proposed by Shippers. 


Docket of the Commission 


Note.—Items in the Docket marked with an asterisk (*) are 
new, having been added since last Friday’s Daily and since the 
last issue of The Traffic World. Cancellations and postpone- 
ments announced too late to show the change in this Docket 
will be noted elsewhere. 


Septer ber 1—Chicago, Ill—Examiner La Roe: 
6625 -Michigan Paper Mills Traffic Assn. et al. vs. Ala. & 
Vicks. Ry. Co. et al. 
September 5—Akron, Ohio—Examiner Pattison: 
|. & S. 870—Southeastern: cotton goods. 


September 6—Kalamazoo, Mich.—Examiner Waters: 
* 8966—Kalamazoo Tank & Silo Co. vs. C. C. C. & St. L. Ry. 
Co. et al. 
September 6—W'ashington, D. C.—Examiner Gartner: 
6624—Applica‘ion of the Grand Trunk Ry. Co. of Canada 
under the )‘anama Caner: Act. 
September 6—Philadelphia, Pa.—Examiner Hillyer: 
* |. & S. 862—Johnstown, Pa., switching. 
* 8956—Valley Smokeless Coal Co. vs. P. R. R. Co. et al. 
September 6—Cairo, Ill.—Examiner McCawley: 
* 8911—Schuh-Mason Lumber Co. vs. M. & O. R. R. Co. et al. 
September 7—Atlanta, Ga.—Examiner Burnside: 
8746—Atlant. Freight Bureau e* al. vs. Sou. Ry. Co. et al. 
8748—Atltanta Freight Bureau et al. vs. L. & N. R. R. Co. 
et al. 
8903—Harry L. Schlesinger vs. Central of Georgia Ry. Co. 
et al. 
September 7—Cinc'n ati, Ohio—Examiner Pattison: 
1. & S. 860--Coal to Brooksvi'le, Ky. 
September 7— Washington, D. C.—Examiner Watkins: 
1. and S. 812—New Orleans te minal allowances. 
September 7—Milwaukee, Wis.—Examiner Waters: 
* 8928—Milwaukee Bag Co. vs. C. M. & St. P. Ry. Co. et al. 
* 8934—Milwaukee Bag Co. vs. C. M. & St. P. Ry. Co. et al. 
* 8935—Milwaukee Bag Co. vs. C. & N. W. Ry. Co. et al. 
September 7—St. Louis, Mo.—Examiner McCawley: 
* 8877—Acme Cement Plaster Co. vs. A. T. & S. F. Ry. Co. 
et al. 
* g886—Walter A. Zelnicker Supply Co. vs. Sou. Ry. Co. et al. 
* 8943—Walter A. Zelnicker vs. St. L. S. W. Ry. Co. 


September 7—Philadelphia, Pa.—Examiner Hillyer: 
* |, & S. 877—Woodpulp to New England points. 
* 8833—Lehigh Coal and Navigation Co. vs. L. & N. E. R. R. 
Co. et al. 
September 8—Washington, D. C.—Examiner Watkins: 
| & S. 846—Live fish express charges. 
September 8—Washingtor, D. C.—Examiner Disque: _ 
8255—New Orleans Joint Traffic Bureau vs. Ala. & Miss. R. R. 
Co. et al. 
@117—Atlanta Frt. Bureau vs. Atlanta & West Point R. R. Co. 
et al. 
g228—F rt. Bureau C. of C. of Macon, Ga., vs. Clyde S. S. Co. 
et al. 
September 8—Philadelphia, Pa.—Examiner Hillyer: 
* 8863—Camden Iron Works, Inc., vs. P» R. R. Co. et al. 
* 8875—D. C. Armstrong vs. N. Y. P. & N. R. R. Co. et al. 
* 8876—L. T. Brandon vs. N. Y. P. & N. R. R. Co. et al. 


September 8—St. Louis, Mo.—Examiner McCawley: 
* 8951—Columbia Transfer Co. vs. C. B. & Q. R. R. Co. : 
* 8937—Relzoni Hardwood Lumber Co. vs. Sou. Ry. Co. in Miss. 
et al. 
* 9922—Fern Glen Distilling Co. vs. St. L. & S. F. R. R. Co. 
September 8—Cincinnati, Ohio—Examiner Pattison: 
8226—Globe Soap Co. vs. A. & S. Ry. et al. 


September 11—Macon, Ga.—Examiner Burnside: 
eh H. Evans Lumber Co. et al. vs. Cent. of Ga. Ry. Co. 
et al. 
8869 Frt. Bureau C. of C. of Macon vs. Macon, Dublin ¢é 
Savannah. 
September 11—Sioux Falls, S. D.—Examiner Waters: 
* 8645—Dakota Improved Seed Co. vs. C. M. & St. P. Ry. Co. 
September 11—Chicago, Ill—Examiner Watkins: 
| & S. 847—Chicago terminal regulations. 
1. & S. 867—Peddler car minimum. 


September 11—Atlanta, Ga.—Examiner Gibson: 
8844—City of Atlanta et al. vs. Sou. Ry. Co. et al. 


September 11—St. Louis, Mo.—Examiner Pattison: 
(. & S. 756—Coal to Glencoe, Mo. 


September 11—New York, N. Y.—Examiner Disque: 
|. & S. 857—Boston-New York proportional rates (No. 2). 
8041—Bush Terminal R. R. Co. vs. N. Y. C. R. R. Co. et al. 
September 12—New York, N. Y.—Examiner Disque: 
8867—Delaware, Lackawanna & Western Coal Co. vs. D. L. & 
W. R. R. Co. 
September 12—St. Louis, Mo.—Examiner Pattison: 
|. & S. 876—Western grain transit.. 


September 12—Chicago, Ill—Examiner Watkins: 
|. & S. 872—Hogs from St. Paul, Minn. 
September 13—Aberdeen, S. D.—Examiner Waters: 
* 8723—Aberdeen Wholesale Grocery Co. vs. C. M. & St. P. 
Ry. et.al. 
September 13—Chicago, Ill—Examiner Watkins: 
1. & S. 874—Texas and Oklahoma oils. 
September 14—Kansas City, Mo.—Examiner Pattison: 
l. & S. 878—Calves from Texas. 
8917—Clay County Produce Co. vs. Western Union Telegraph 
Co. 


September 14—Cleveland, O.—Examiner Spethman: 
* 8862—Ohio Blower Co. vs. N. Y. C. R. R. Co. et al. 


September 14—Topeka, Kan.—Examiner McCawley: 
* 1. & S. 854—Cotton goods to Kansas points. 


September 14—Chicago, Ill.—Examiner Watkins: 
= of Trade of Chicago, Ill., vs. L. V. Trans. Co. 
et al. 
$907—Board of Trade of Chicago, Ill., vs. Great Lakes Trans. 
Co. et al. 
September 14—Tallahassee, Fla.—Examiner Burnside: 
8871—Railroad Commissioners of Florida vs, Southern Express 
Co. et al. 
September 15—Toledo, Ohio—Examiner Spethman: 
* 1, & S. 859—Iron pipe rating. 


September 15—Detroit, Mich.—Examiner Disque: 
7760—Detroit Coal Co. vs. Mich. Cent. R. R. Co. 
a 2 ahaa Portland Cement Co. vs. D. M. & N. Ry. Co. 
et al. 


September 18—Chicago, Ill.—Commissioner Daniels: 
8182—Cement investigations et al. 
8936—Sunderland Bros. Co. vs. A. T. & S. F. Ry. Co. et al. 
a ¢° eee Portland Cement Co. vs. Duluth M. & N. Ry. 
et al. 
September 18—Milwaukee, Wis.—Examiner Disque: 
8870—C. of C. of Milwaukee vs. C. M. & St. P. Ry. Co. 
September 18—Birmingham, Ala.—Examiner Burnside: 
1. & S. 866—Brick to Atlanta, Ga. 
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August 12, 1916 


$901—Alabama Packing Co. et al. vs. A. G. S. R. Co. et al. 
$912—Alabama Packing Co. et al. vs. L. & N. R. * Co. 
Certain portions of Fourth Section Application No. 1952 of 
the L. & N. R. R. (in connection with Docket 8912, Alabama 
Packing Co. et al. vs. L. & N. R. R. Co.) 
September 18—Chicago, Ill.—Examiner Watkins: 
* ee Car Lot Egg-Shippers’ Assn. vs. B. & O. R. R. 
o. et al. 

* 8633—Swift & Co. vs. Wabash Ry. Co. et al. 

* 8713—Armour & Co. vs. Wabash Ry. Co. et al. 

* 8952—Kansas Egg Shippers’ Assn. vs. A. T. & S. F. Ry. Co. 

et al. 

* 8957—Wm. J. Moxley vs. Wabash Ry. Co. et al. 

* 8579—Live Poultry and Dairy Shippers’ Traffic Assn. vs. A. T. 

& S. F. Ry. Co. et al. 

September 18—Tuscaloosa, Ala.—Examiner Gibson: 
8873—Tuscaloosa Board of Trade vs. A. G. S. R. R. Co. et al. 
Portions of Fourth Section Applications No. 542 of Alabama 

Great Southern R. R. Co.; No. 1952, filed by L. & N. R. R. 
'0.; 2138, filed by M. & O. R. R. Co. 

September 18—Oklahoma City, Okla.—Examiner Pattison: 

1. & S. 844—Sallisaw & Wagoner, Okla., cottonseed products. 


September 21—Denver, Colo.—Examiner Pattison: 
a a R. Hurd Brokerage Co. vs. Wichita Valley R. R. Co. 
et al. 
8827—Public Utilities Commission of the State of Colorado 
et al. vs. A. T. & S. F. Ry. Co. et al. 
September 21—Natchez, Miss.—Examiner Gibson: 
* ee Chamber of Commerce vs. La. & Ark Ry. Co. 
et al. 
* 8857—Natchez Chamber of Commerce vs. Y. & M. V. R. R. Co. 
* ar Chamber of Commerce vs. A. tT. @& &. F. By. 
o. eta 


* a } 2 Chamber of Commerce vs. Y. & M. V. R. R. 
Co. et al. 

* a hg a Chamber of Commerce vs. Y. & M. V. R. R. 
o. et al. 


* 8920—Natchez Chamber of Commerce vs. Ark., La. & Gulf 
R. R. Co. et al. 
Certain portions of fourth section applications in connection 
with Docket No. 8866. 
Certain portions of Application No. 625 in connection with 
Docket No. 8860. 


SGaptenaer 21—New Orleans, La.—Examiner Burnside: 
1. & S. 820—Fruits and vegetables. 
onuama 22—New Orleans, La.—Examiner Burnside: 
\. & S. 845—Molasses from Texas and Louisiana (No. 2). 
1. & S. 841—Fruit refrigeration. 
September 23—Sherman, Tex.—Examiner McCawley: 
* 8840—George B. Bowling vs. M. K. & T. Ry. Co. of Texas et al. 


September 23—Boise, Idaho-—-Examiner Disque: 
1. & S. 841—Fruit refrigeration. 


Se 25—Spokane, Wash.—Examiner Disque: 
849—Davies Spur, Wash., express rates. 
-¢ $ 868—Spokane switching. 
. & S. 875—Poles from Pacific coast. 


oun 25—New Orleans, La.—Examiner Burnside: 
1. & S. 864—Lumber to New York. 
1. & S. 865—Drayage absorption. 
September 25—Ft. Worth, Tex.—Examiner McCawley: 
* 8812—Felix P. Bath & Co. vs. Ft. W. & R. C. Ry. Co. et al. 


September 25—Washington, D. C.—Examiner Watkins: 
* at: “eo eee & Carolina S. S. Co. et al. vs. A. C. L. R. R. 
0 et a 


September 26—Spokane, Wash.—Examiner Disque: 

* 8637—W. G. Chaney Co., Ltd., vs. Great Nor. Ry. Co. et al. 
* 8830—C. F. Ewing & Co. vs. Spokane Int. Ry. Co. et al. 

* 8910—C. F. Ewing & Co. vs. Spokane Int. Ry. Co. et al. 


September 26—Chicago, Ill._—Examiner Spethman: 

* 1. & S. 852—Fireproofing. 

* 1. & S. 863—Lumber from Indiana stations. 

September 27—New Orleans, La.—Examiner Burnside: 

* 6969—-N. O. Cotton Exchange vs. L. & N. R. R. Co. 

* 7070—N. O. Cotton Exchange vs. Sou. Ry. Co. et al. 

* 7147—N. O. Cotton Exchange vs. Cent. of Ga. Ry. Co. et al. 
* 8035—N. O. Joint Traffic Bureau vs. M. & O. R. R. Co. et al. 


September 27—Chicago, IIl.—Examiner Spethman: 
* 7688—Chapin & Co. vs. C. I. & L. Ry. Co. et al. 
* 7000—A. L. Greenburg Iron Co. vs. C. & E. I. R. R. Co. et al. 


September 27—Spokane, Wash.—Examiner Disque: 

* 8649, Sub. No. 1—Orrin S. Good vs. Gt. Nor. Ry. Co. et al. 
(Only Sub. No. 1 to be oaeeae 

* 8804—Orrin S. Good vs. C. M. & St. . Co. et al. 

* 8821—Orrin S. Good vs. Gt. Nor. ay -& 

* “Ee tena Point Lumber and Pole "oe. vs. Northern Pacific 

- Co. et al. 
oes 27—Washington, D. C.—Examiner Gartner: 


* 6624—Application of the Grand Trunk Ry. Co. of Canada 
under the Panama Canal Act. 


September 28—Spokane, Wash.—Examiner Disque: 

* 8773—E. H. Stanton Co. vs. Nor. Pac. Ry. Co. et al. 

* 8893—M. Seller & Co. vs. S. P. & S. Ry. Co. 

* 8858—Potlatch Lumber Co. vs. W. I. & M. Ry. Co. et al. 

* Such portions of Fourth —. Application No. 349, filed by 
R. H. Countiss, agent, by which the carriers named as 
parties thereto ask authority to continue to charge for the 
transportation of inedible tallow and grease from Seattle, 
and Tacoma, Wash., Portland, Ore., and other Pacific coast 
points specified in the complaint, to Chicago, Ill., and other 
eastern points or destinations specified in said complaint, 
rates which are lower than the rates contemporaneously 
maintained on like traffic from Spokane, Wash., and other 
intermediate points. (In connection with Docket No. 8773, 
E. H. Stanton Co. vs. Northern Pacific Ry. Co. et al.) 
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September 29—Omaha, Neb.—Examiner Pattison: 
* 1. & S. 838—Fence posts from southwest. 
* 87830—Omaha Grain Exchange vs. M. & O. R. R. Co. et al. 
Certain portions of fourth section applications in connection 
with Docket No. 8780. 


October 2—Memphis, Tenn.—Examiner Burnside: 
* 7304—City of Memphis et al. vs. C. R. I. & P. Ry. Co. et al. 


October 2—Seattle, Wash.—Examiner ae ag 

* 8722—Roy & Roy Mill Co. vs. B. & M. R. R. 

* 8853—Canyon Lumber Co. vs. Gt. Nor. Ry. Co. et al. 

* ws eig y Bureau Seattle C. of C. et al. vs. N. P. Ry. 
oO. et al. 

October 2—Detroit, Mich.—Examiner Marshall: 

* 8598—Pittsburgh Coal Operators’ Assn. vs. Pa. Co. et al. 

* 8725—Lake cargo coal rates, 

October 4—Nashville, Tenn.—Examiner Burnside: 

* 1. & S. 843—Moulding sand to Nashville, Tenn. 

* 8854—Cheek-Neal Coffee Co. et al. vs. L. & N. R. R. Co, et al. 


October 4—Portland, Ore.—Examiner Disque: 
* a ¥ ~ Lewis & Staver Co. vs. C. & N. W. Ry. Co. 
e x 
* 8614—Martin Brokerage Co, et al. vs. S. P. Co. et al. 
* 8765—Clossett & Devers vs. N. P. Ry. Co. 
* 8865—G. W. Gates & Co. vs. S. P. Co. et al. 
October 5—Portland, Ore.—Examiner Disque: 
* 8793—West Coast Lumbermen’s Assn. et al. vs. A. & W. Ry. 
Co. et al. 
* 8819—West Coast Lumbermen’s Assn. et al. vs. B. & A. R. R. 
Co. et al. 
October 20—Argument at Washington, D. C.: 
Ir the matter of Bills of Lading (Docket No. 4844 and con- 
solidated cases). 
November 13—Washington, D. C.—The Commission: 
In re change in date for ending fiscal year. 


¢ SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


August 10, in I. and S. No. 833, the Commission further sus- 
pended from August 29 until February 28 items in tariffs of 
eastern carriers therein specified. The suspended items in- 
crease storage charges on export grain held in elevators at 
New York and other eastern seaboard points. They were sus- 
pended originally from May 1 and later dates until August 29. 











No. a City of Astoria vs. Spokane, Portland & Seattle 
et a 
Petition by Oregon & Washington R. R. & Nav. Co. for 
modification of the Commission’s order of Jan. 22, 1916. 
~~ Burson Knitting Co. vs. Chicago, Indiana & Southern 
et al. 
Answer of respondents to complainants’ petition for rehear- 


ng. 

No. 9023, Sub. No. 18 T. A. Livesley & Co., Salem, Ore., vs. 
Southern Pacific et al. 

Against advances on hops in bales, C. L., from $1.50 to 
$1.75 and L. C. L. from $2 to $2.25 as unjust and unreason- 
able. Asks for a cease and desist order and reparation. 

No. 9023, Sub. No. 19. T. A. Livesley & Co. vs. Western Pa- 
cific et al. 

Same as foregoing. 

No. 9069. Bay State Milling Co. et al., Winona, Minn., vs. Great 
Lakes Transit Corporation et al. 

Unjust, unreasonable and unduly discriminatory rate ar- 
rangements for through transportation of flour and grain 
products by rail-lake-and-rail on shipments for domestic con- 
sumption in trunk line territory, and on shipments to for- 
eign destinations, including wheat milled in transit, as un- 
just and unreasonable per se and discriminatory in favor of 
millers located at Minneapolis, Duluth and Superior. Asks 
for a cease and desist order, establishment of just and reas- 
onable rates, either by joint through rates or by proportional 
rates to and from Lake Michigan ports, and reparation. » 

No. 8987, Sub. No. 3. McHenry-Millhouse Mfg. Co., South 
Bend, Ind., vs. B. & O. et al. 

Unjust and unreasonable rates on asphalt shingles in mixed 
carloads from South Bend to points in Ohio, Michigan, Illi- 
nois, New York, Indiana and Tennessee. Asks for just and 
reasonable rates and reparation amounting to $1,148.93. 

No. 9023, Sub. No. 16. William Uhlmann, Ferdinand Goebel, 
W. N. Wanmaker and J. N. Kaufman as William Uhlmann & 
Co. vs. A. T. & S. F. et al. 

Against advances in rates on hops from $1.50 to $1.75 and 
from $2 to $2.25, less than carload, in Sup. 15 to Transcon- 
tinental Freight Bureau Tariff 208, I. C. C. No. 930. Asks 
for reparation amounting to $2,184.80. 

No. 9023, Sub. No. 17. T. A. Livesley & Co., Salem, Ore., vs. 
Southern Pacific. 

Same as preceding. 

No. — . Aeme Steel Goods Co., Chicago, vs. A. T. & S. F. 
et al. 

Against a third class rating on wood joint fasteners (iron 
or steel corrugated) in L. C. L. quantities as unreasonable. 
Asks for fourth class rating. 

No. 9062. Sharon Steel Group Co., Sharon, Pa., vs. the 
Pennsylvania Co. et al. 

Reparation asked for spotting charges at complainants’ 
plant on account of services rendered between April 1, 1914, 
and May 8, 1916. Amount of reparation asked, $22,580.54. 
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No. 9063. Hudson River Lumber Co., Kansas City, Mo., and 
DeRidder, La., vs. Louisiana & Pacific Ry. Co. et al. 

Unjust and unreasonable rates on shipments of yellow pine 
lumber from DeRidder, La., via Fulton and Eunice, La., to 
Wiota, Ia. Reparation asked for. 

No. 9063, Sub. No. 1. Calcasieu Long Leaf Lumber Co. vs. 
Louisiana & Pacific et al. 

Unjust and unreasonable rates on yellow pine from Lake 
Charles to Marne, Ia. Asks for reparation to the level of a 
subsequently established rate. 

No. _ Union Hay Co., Minneapolis, vs. C. M., St. P. & O. 
et al. 

Against demurrage charges on hay from Straiter, Wis., to 
Chicago as unjust, unreasonable and excessive. Asks for 
reparation. 

No. 9065. The Valley Creek Cotton Mills Co., Cincinnati, vs. 
Western of Alabama et al. 

Against a rate of 64 cents on asphaltum coated cotton fab- 
rics from Selma, Ala., to East Point, Ga. Asks for a rate of 
37 cents and reparation. 

No. 9066. Christopher & Simpson Iron Works Co., St. Louis, vs. 
Chicago, Peoria & St. Louis. 

Against a rate of 10.4 cents on iron beams, columns and 
girders from St. Louis to Jerseyville, Ill., as unjust and un- 
reasonable and in violation of the fourth section, Jerseyville 
being intermediate to Springfield, to which the rate is 8.4c 
— Asks for a rate not exceeding 8.4 cents and repara- 
tion. 

No. 9067. New York and New Jersey Produce Co., New York, 
vs. New York Central. 

Against $168 of demurrage on cars at the Thirty-third St. 
station as unlawful, unreasonable and without tariff author- 
ity. Asks for a cease and desist order and reparation. 

~~. 9068. : io Wichita Wholesale Furniture Co. vs. A. T. & 

». we OF Oi. 

Unjust, unreasonable, unjustly discriminatory and unduly 
discriminatory rates on furniture as shown in Leland’s I. C. 
C. No. 1124 in favor of dealers and shippers at Kansas City 
and St. Joseph, Rock Island, Peoria, Chicago and eastern de- 
fined territories and other manufacturing and distributing 
points. Asks for cease and desist order and reasonable maxi- 
mum rates. 


or. _. California Fruit Growers’ Exchange et al. vs. B. & 
O. et al. 

Unjust and unreasonable charges for reicing at intermedi- 
ate points on cars of citrus fruit from southern California to 
points in United States and Canada when the cars were 
stopped or held on orders of the shipper, owner or consignee 
and for all reicing after arrival at final destination. Asks for 
cease and desist order, reasonable charges, rules and regula- 
tions as the Commission may be justified and for reparation. 

No. 9071. Dolan Fruit Co. et al., Grand Island, Neb., vs. C. B. 
& Q. et al. 

Against a rate of 92 cents on bananas, C. L., from New 
Orleans and Mobile to Hastings and Grand Island, Neb., as 
discriminatory compared with a rate of 82 cents from Gal- 
veston. Asks for a cease and desist order, reasonable rates, 
and reparation of $7,196.68. 

No. 9072. Best-Clymer Mfg. Co., South Fort Smith, Ark., vs. 


Arkansas Central et al. 4 

Against increases in rates on sorghum cane effective Nov. 
15, 1914, on shipments on the lines of the Kansas City South- 
ern, as unjust and unreasonable. Asks for reasonable rates 


and reparation. 
No. 9073. Crown Willamette Paper Co., San Francisco, vs, 


Southern Pacific et al. ; 

Unjust and unreasonable charges on carload shipments of 
fruit wrapping paper from Floriston, Cal., to Sanford, Fla., 
during the spring of 1913, made on combination rates, super- 
seded by an emergency rate, to the basis of which repara- 
tion is demanded, amounting to $2,595.64. 


TRANSIT ON GLYCERINE — 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

C. R. Hillyer, as attorney, and C. O. Cornwell, as traffic 
manager, for the Cudahy Packing Company August 8 pro- 
tested to the Suspension Board against the proposed can- 
cellation of transit on glycerine at Omaha on the ground 
that such €ancellation would cause the Cudahy glycerine 
refining: establishment at Omaha to pay an unreasonable 
rate on that necessary material which they furnish to 
ammunition makers on the Pacific Coast and in inter- 
mountain territory. 

The cancellation tariff proposes to cut out this, one of 
the few transit arrangements to be found in a trans-con- 
tinental tariff, The privilege at present allows Cudahy 
to bring crude glycerine, a by-product of packing plants, 
from Groups A, B and C of trans-continental tariffs, which, 
broadly speaking, cover Official Classification territory, re- 
fine it at Omaha and send it through to destination on a 
75-cent rate. That rate is the nominal cne. The charge, 
as assessed, amounts to 85.3 cents. That charge higher 
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than the nominal rate results from the fact that the mini- 
mum in to the refining plant is 60,000 pounds and the 
minimum out is 45,000. 


Messrs. Hillyer and Cornwell told the Suspension Board 
that if transit should be cut out at Omaha the combination 
in and out would result in a terrific increase in the total 
charge and practically turn the market over to glycerine 
refiners at the Atlantic seaboard, chief of which, they said, 
so far as Cudahy is concerned, is the Procter & Gamble 
refinery, The last-mentioned refinery obtains its crude 
material abroad and ships through from the Atlantic to 
the Pacific on the 75-cent rate. 


With transit the Omaha protestant is able to take im- 
ported raw glycerine, refine it and send it to the Pacific 
Coast destinations on a total charge, plus switching in and 
out, of 85.3 cents per 100 pounds. Without the transit 
privilege the charge on imported crude glycerine refined 
at Omaha will be 101.3 cents. On domestic crude refined 
at Omaha the through charge with transit is 91.66 cents; 
without transit the charge will be 126.6 cents, as com- 
pared with the 75-cent charge the glycerine refiners on 
the Atlantic seaboard will pay. 


On a carload of glycerine made from imported crude 
stopped and refined at Omaha the total charge with transit 
is $384; the charge on domestic crude refined at Omaha 
on transit is $412.50; without transit at Omaha the charge 
on imported glycerine refined at Omaha would be $456, 
and on domestic crude refined at Omaha it would be $570. 


THE FUNCTION OF A RAILROAD 


(Continued from page 378) 

the Act (Statute of Colorado) to secret rebates of 
this description, that it requires a printed copy of the 
classification and schedule of rates to be posted con- 
spicuously in each passenger station for the use of 
the patrons of the road, that every ane may be 
apprised not only of what the company will exact 
of him for a particular service, but what it exacts of 
everyone else for the same service, so that in fixing 
his own prices, he may know precisely with what 
he has to compete. * * * The right of a rail- 
road to charge a certain sum for freight does not 
depend at all upon the fact whether its customers 
are making or losing by their business.” 


The case was brought by Goodridge under the 
Statute of Colorado allowing treble damages for 
any injury that might result from violation of that 
particular act, which, in its essentials, was and prob- 
ably still is the same as the Act to Regulate Com- 
merce. Perhaps it would be better to say that the 
Act to Regulate Commerce in its essentials is like 
the Colorado statute, because the latter was enacted 
two years before Congress acted. The Union Pa- 
cific made a coal contract with one of the mines 
along its rails, under the terms of which the mine, 
in settlement of an unadjusted claim against one 
of the underlying companies of the Union Pacific 
system, obtained a rate of 60 cents on coal, although 
the published rate was $1 a ton. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and pits. wi ee ea ban Ee meny ot by West Publishing Co., St. Paul, Minn. 

a | | 


DELAY IN TRANSPORTATION OR DELIVERY. 
Connecting Carriers: 

(Sup. Ct. of Ind.) Where defendant railroad undertook 
to transport a car of sewer tile to plaintiff at a point 
beyond its own line, and the car was delayed in transit, 
causing plaintiff’s damage because its sewer caved in in 
heavy rain for lack of the tile, defendant constituted the 
connecting carrier its agent, so that notice to the connect- 
ing carrier of the use intended to be made of the tile 
was notice to defendant.—Erie R. Co. vs. Hipskin, 113 
N. E. Rep. 304. 


LOSS OF OR INJURY TO GOODS. 
Burden of Proof: 

(Ct. of Civ. Apps. of Texas.) In an action for the value 
of 30 bales of cotton destroyed by fire, upon establish- 
ment of the plaintiffs’ prima facie case that the cotton 
was destroyed while in the defendant’s possession under 
a bill of lading, the burden was on defendant to show 
freedom from negligence.—Texas & P. Ry. Co. vs. R. W. 
Williamson & Co., 187 S.-W. Rep. 354. 

Carmack Amendment: 

(Sup. Ct. of S. C.) The Carmack amendment (act June 
29, 1906, c. 3591, 7, pars. 11, 12, 34 Stat. 595 (U. S. Comp. 
St. 1913, 8592)), to the Interstate Commerce act (act 
Feb. 4, 1887, c. 104, 20, 24 Stat. 386), providing that any 
common carrier receiving property for transportation from 
a point in one state to a point in another state shall 
issue a receipt or bill of lading therefor, and shall be 
liable to the holder for any loss or damage caused by it 
or by any connecting carrier, does not make a domestic 
carrier liable for loss occasioned by the negligence of a 
foreign carrier or for transportation to foreign countries, 
but only as to commerce between the states and territories 
within the United States— Aldrich vs. Atlantic Coast Line 
R. Co., 89 S. E. Rep. 315. 

Limited Liability: 

(Ct. of Apps. of Ga.) Under the terms of a valid live 
stock contract, which in consideration of a reduced rate 
fixed the liability of the carrier as that of a private carrier 
only, the carrier was bound to exercise ordinary care, and 
the trial court did not err in so instructing the jury. 

(a) The court did not err in failing to instruct the 
jury that the carrier was bound to exercise only slight 
diligence, and was liable only in the event of gross neg- 
ligence. In the case of Georgia So. Ry. Co. vs. Greet, 
2 Ga. App. 516, 518, 58 S. E. 782, the contract itself ex- 
pressly declared that the carrier should be bound only to 
exercise slight diligence, and liable for only gross neg- 
ligence, but no such provision appears in the contract 


under consideration.—Western & A. R. Co. vs. Waldrip,. 


89 S. E. Rep. 346. 
Negligence: 

(Ct. of Apps. of Ga.) Whether or not the presumption 
of negligence, which arose as a matter of law against the 
carrier upon proof of the loss of the cattle in transit, was 
sufficiently rebutted, was a question solely for determina- 
tion by the jury, and, while the testimony appears to 
preponderate largely in favor of the defendant, there was 





some evidence from which the jury might infer a lack 
of that degree of diligence which the special contract 
required of the carrier, and this court therefore cannot 
say that the verdict was without any evidence to support 
it—Western & A. R. Co. vs. Waldrip, 89 S. E. Rep. 346. 
Private Carrier: 

(Ct. of Apps. of Ga.) A .carrier is bound to exercise 
ordinary diligence (Civ. Code 1911, 2711), and a common 
carrier to use extraordinary diligence (Civ. Code 1910, 
2712). <A private carrier “is bound only to exercise rea- 
sonable care in respect to the goods, but is liable for 
failure to use ordinary care.” 1 Michie on Carriers, 726. 
All persons who undertake, for hire, to carry goods of 
another are either private carriers or common Carriers. 
The former are liable only for injury or loss of the goods 
intrusted to them resulting from the failure of them- 
selves or their servants to exercise ordinary care, and the 
latter liable as insurers for all injury or loss not resulting 
from the act of God or the public enemy. Notwithstand- 
ing the usual rule that “a railroad company chartered to 
transact the general business of a common carrier can- 
not by special contract make itself a private carrier as 
to a particular commodity which it is bound to transport 
as a common carrier, it has been held that as to live 
stock a common carrier may, by an agreement with the 
owner, so vary and change his relation as to become a 
private carrier.”—4 R. C. L. 549, 550. 

A live stock contract limiting the liability of a carrier 
in consideration of a reduced rate is valid and binding 
under the laws of this state.—Civ. Code 1910, 2726; Georgia 
Railroad vs. Spears, 66 Ga. 485, 42 Am. Rep. 81; Cooper 
vs. Raleigh & Gaston Railroad Co., 110 Ga. 659, 36 S. E. 
240; N., C. & St. L. Ry. vs. Truitt Co., 14 Ga. App. 767, 
82 S. E. 465; Western & A. R. Co. vs. Waldrip, 89 S. E. 
Rep. 346. 

Time of Action: 

(Ct. of Civ. Apps. of Texas.) Rev. St. 1911, art. 5688, 
subd. 1, providing that actions for debt or contracts in 
writing shall be commenced within four years, applies 
to an action to recover for breach of a bill of lading.— 
Texas & P. Ry. Co. vs. R. W. Williamson & Co., 187 S. W. 
Rep. 354. 

Where cotton was shipped on a through bill of lading 
from Texas via New Orleans to Liverpool, England, and 
a portion of it destroyed by fire while in defendant’s 
possession, the consignor not being under duty to keep 
track of the shipment while in transit, the statute of 
limitations did not begin to run until plaintiffs, not being 
negligent, actually learned of the non-delivery.—Id. 


CARRIAGE OF LIVE STOCK. 
Notice of Claim: 

(Kan. City Ct. of Apps., Mo.) A consignee’s written 
receipt for the delivery of live stock is not the written 
notice of claim for damages required under the bill of 
lading.—Johnson vs. Missouri Ry. Co. et al., 187 S. W. Rep. 
282. 

A bill of lading provision, requiring written notice of 
claim for damages to the carrier within a certain time 








‘ after live stock is delivered and before mingled with 
other stock, is valid.—lId. 

The provision needs no special consideration to support 
it.—Id. 

The effect of failure*to give such notice as to an 
interstate shipment is determined exclusively by the fed- 
eral statutes and decisions.—Id. 

The failure to give the notice bars the shipper’s right 
of action.—Id. 

Bad order notations on the freight bill do not take the 
place of such notice.—Id. 

An oral notice of claim for damages to a station agent 
is insufficient.—Id. 

The knowledge of the station agent at destination that 
the stock was injured does not render the written notice 
unnecessary.—Id. 

(Sup. Ct. of Okla.) Where an action is brought to 
recover damages upon an interstate shipment of live stock, 
under a written contract, containing the provision that 
as a condition precedent to recovery of damages for any 
loss or injury to, or detention of, live stock, or delay in 
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‘transportation thereof, a written notice must be given of 


such damage to a designated representative of the car- 
rier within one day after the delivery of the stock at 
its destination, such provision being reasonable and valid; 
the failure to give such notice is a complete bar to such 
action. Following C., R. I. & P. Ry. Co. vs. Craig, 157 
Pac, 87, written by Judge Collier—kKansas City, M. & O. 
Ry. Co. of Texas vs. Gleason et al., 158 Pacific Rep. 365. 
Notice of Claim—Waiver: 

(Kan. City. Ct. of Apps., Mo.) The failure to give 
notice of claim for damages cannot be waived by the 
carrier.—Johnson vs. Mo. Pac. Ry. Co. et al., 187 S. W. 
Rep. 283. 

Special Contract: 

(Kan. City Ct. of Apps., Mo.,) A shipper of live stock 
is precluded from contending that his shipment was not 
made under the bill of lading, in view of his signature 
thereto and the Carmack amendment (act June 29, 1906, 
c. 3591, 7, pars. 11, 12, 34 Stat. 593 (U. S. Comp. St. 1913, 
8592)), requiring a written contract of shipment.—Johnson 
vs. Mo. Pac. Ry. Co. et al., 187 S. W. Rep. 283. 
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Miscellaneous Traffic Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and wine, Keke ogg = ree es OTT cite Ce) by West Publishing Co., St. Paul, Minn. 
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REGULATION OF COMMON CARRIER. 
Charges: 

(Ct. of Apps. of Ky.) Fixing of rates to be charged 
by a railroad carrier in its intrastate commerce is within 
the power of the legislative department of the govern- 
ment within the constitutional limitations.——Louisville & 
N. R. Co. vs. Greenbrier Distillery Co. et al., 187 S. W. 
Rep. 296. 

Although, in the absence of action by the legislature 
in establishing rates which a carrier is entitled to charge, 
the reasonableness of rates may be a judicial question 
between carrier and shipper, when the legislature exer- 
cises its power, the act by which the establishment is 
effected becomes a law, and, unless the legislation is 
violative of the constitutional limitation that the rates 
established for carriers of intrastate commerce shall not 
be confiscatory, the reasonableness of the rates is not a 
judicial question.—Id. 

The railroad commission, in establishing a rate order, 
exercised a legislative power delegated to it by the legis- 
lature, and its act, if done in accordance with law, is a 
valid and enforceable piece of legislation, and hence a 
rate charged in excess of that fixed by the commission 
is unlawful and extortionate.—Id. 

Eminent Domain: 

(Ct. of Apps. of Ky.) Ky. St. 829 is not violative of 
Const. 13, providing that no man’s property shall be taken 
for public use without consent of his representative and 
just compensation, since the commission has no power, 
by making an award or otherwise, to take the property or 
apply it to public use without the consent of the carrier 
or without just compensation.—Louisville & N. R. Co. 
vs. Greenbrier Distillery Co. et al., 187 S. W. Rep. 297. 


Evidence: 
(Ct. of Apps. of Ky.) Under Ky. St. 829, averments 
of want of evidence before the railroad commission to 





support its findings or of evidence that the shipper suf- 
fered damages in the amount of the award did not con- 
stitute a defense to recovery of judgment upon the award, 
since the amount paid was a proper inquiry in the trial 
court, and, if put in excess, the carrier would have been 
entitled to a jury trial—Louisville & N. R. Co. vs. Green- 
brier Distillery Co. et al., 187 S. W. Rep. 297. 

Failure to Furnish Cars: 

(Ct. of Civ. Apps. of Texas.) A complaint in action for 
penalties prescribed by Rev. St. 1911, art. 6680 (Vernon’s 
Sayle’s Ann. Civ. St. 1914, art. 6680), for alleged failure 
to furnish a car, alleging application for car to be placed 
on a spur track of another railroad, not designating as 
the place where the car was desired some station or 
switch of defendant, is demurrable, under Vernon’s Sayles’ 
Ann. Civ. St. 1914, art. 6679, requiring that application 
for cars shall state the place at which they are desired, 
and designate a place at some station or switch on the 
railroad.—Missouri, K. & T. Ry. Co. of Texas vs. Harrell 
Gin Co., 187 S. W. Rep. 376. 

Legislative Powers: 

(Ct. of Apps. of Ky.) Ky. St. 829, does not invest the 
railroad commission with judicial powers in making an 
award in contravention of Const. 27, providing that the 
power of government shall be divided into legislative, 
executive and judicial departments, or section 28, pro- 
viding that a person belonging to one department of the 
government shall not exercise the powers of either of the 
others, and section 109, providing that the judicial power 
be in one Supreme Court and the courts established by 
the constitution, and section 135, providing that no court 
except those provided by the constitution shall be estab- 
lished, the railroad commission being a permanent gov- 
ernmental agency established by Const. 209, since the 
power to make the award is not an exercise of a judicial 
power, but the proper exercise of a legislative power.— 
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Louisville & N. R. Co. vs. Greenbrier Distillery Co. et al., 
187 S. W. Rep. 296. 


Legal Acts: 
(Ct. of Apps. of Ky.) Ky. St. 829, providing that the 


railroad commission shall hear complaints against car- 
riers for the correction of extortionate rates, and, if its 
award is not satisfied within ten days, file a copy of 
the evidence and the award in a circuit court, whereupon 
summons shall issue as in other cases, and a trial be had 
as in an ordinary action, and that judgment and proceed- 
ings shall be the same as in ordinary cases, is not vio- 
lative of Const. 59, subsec. 1, prohibiting local or especial 
acts to regulate the jurisdiction or practice of the circuits 
of courts of justice, in that an award of the commission 
may be proceeded upon and judgment rendered without 
complainant filing a petition, since the provisions of the 
statute apply to all circuit courts in the state alike in 
which the designated cause of action may arise.—Louis- 
ville & N. R. Co. vs. Greenbrier Distillery Co. et al., 187 
S. W. Rep. 296. 

Long and Short Haul: 

(Ct. of Apps. of Ky.) Ky. St. 829 is not violative of 
Const. 218, prohibiting discrimination by carriers in trans- 
portation charges, and providing that a carrier shall not 
charge more for short than for long hauls, in that the 
enforcement of an award compels such discrimination.— 
Louisville & N. R. Co. vs. Greenbrier Distillery Co., 187 
S. W. Rep. 297. 

Rebates: 

(Ct. of Civ. Apps. of Texas.) An agreement of a 
carrier to pay a certain amount in compromise of an un- 
liquidated claim for damages for alleged negligence, in 
consideration of the claimant making all his subsequent 
interstate shipments over the carrier’s line, violates the 
law against rebating.—St. Louis, I. M. & S. Ry. Co. vs. 
Landa & Storey et al., 187°S. W. Rep. 358. 

A carrier will not be required on the ground of estoppel 
to perform its part of a contract, illegal as giving a re- 
bate, because of the shipper having performed his part. 
—Id. 


ACTION BY THE HOUSE 


The House August 7 passed a bill extending for one 
year the time for the completion of the bridge across the 
Mississippi River that is being built by the Memphis 
Bridge & Terminal Company, with the proviso that the 
wagon road approaches be completed as soon as possible. 

The Rayburn bill authorizing the Commission to regu- 
late the issue of railroad securities on that day was 
passed Over on the unanimous consent calendar, “without 
prejudice.” The same action was taken with regard to 
the Cullop “hours of service” bill. That means either 
can be called up when the unanimous consent calendar is 
again called. 


EFFECTIVE DATE POSTPONED 

The Commission, August 8, postponed the effective date 
of its order in the Traffic Bureau of Sioux City Commer- 
cial Club, North Dakota express rate case, from August 
15 to September 15. The express companies are changing 
their tariffs so as to disregard the Dakota rates and ob- 
serve the basis prescribed by the Commission in its order 
in the general express rate decision. Nothing has been 
heard as to the attitude of the South Dakota officials. It 
has been taken for granted they will make a fight in the 
courts for at least some part of the express rate fabric 


woven by them. 
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Legal Department 


Initial Carrier Liable in Reconsigned Shipments. 

Georgia.—Question: “Carrier issued bill of lading at 
Valdosta, December 6, for car lumber consigned to Balti- 
more, Md. On December 9 shipper requested carrier’s 
Valdosta agent to change destination of car to Brooklyn, 
Md., which is directly en route to Baltimore, taking the 
same rate as Baltimore. Request was transmitted to 
traffic department, and they wired next connection to 
change destination to Brooklyn, Md. Message was sent 
via local service, necessitating relay at several points, and 
when wire finally reached connection the ‘Maryland’ had 
been dropped from same, and line took it for granted 
that traffic department meant Brooklyn, N. Y., and did 
not make any effort to have car stopped before reaching 
Baltimore. Car was allowed to proceed to Baltimore and 
originating carrier learned from shipper that connection 
intended forwarding car to Brooklyn, N. Y., at which time 
originating carrier wired them ,that Brooklyn, Md., was 
correct destination. Car was then at Baltimore and was 
reconsigned to Brooklyn, Md., with all charges following, 
together with local charges from Baltimore to Brooklyn, 
which amounted to $17. 

“Shipper has filed claim for $17, which carrier has de- 
clined to pay on the grounds that car had left their rails 
before shipper requested diversion made and diversion 
could only have been made on tariff published by line 
making such diversion, which they have refused to do, 


except upon basis of allowing them their published spe- — 


cific north of Virginia cities, which was the basis on 
which charges were collected at Brooklyn, Md. 

“Efforts to place liability for error in telegram referred 
to above proved futile, as messages at relay points for 
that period had been destroyed. Is carrier liable to ship- 
per for alleged overcharge?” 

Answer: We assume that the shipment moved under 
the published through rate from point of shipment to final 
destination point, and that the initial carrier’s tariff pub- 
lished the privilege of reconsignment or diversion at the 
through rate, together with the conditions under which 
it may be used and the charge that will be made therefor, 
in accordance with rule No. 74 of Tariff Circular 18-A. 
In this rule, as well as numerous decisions by the Com- 
mission, it is held that reconsignment or diversion is pri- 
marily a service in connection with the transportation of 
property, and that the carrier’s regulations and practices 
governing the same must be reasonable. 

The Carmack amendment makes the initial carrier liable 
for loss or injury to property occurring over the lines 
of its connections. But, aside from and prior to this 
amendment, the initial carrier might contract for through 
carriage, and its liability would continue thereunder until 
the contract was fully performed. When the initial carrier 
published through rates to a given destination point, and 
also published the privilege of reconsigning or diverting 
a shipment while en route to that point, it thus contracts 
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with the shipper to safely transport and deliver the goods 
at the ultimate destination, and to divert the shipment 
to some other destination, on notice received to that effect 
from the shipper, if received before the shipment has 
passed the junction point at which such diversion can 
be made. If so received, it is the duty of the initial 
carrier to comply promptly with the disposition order of 
the shipper, or if the shipment has left its own rails, then 
to transmit the notice to its proper connection for per- 
formance, and any faflure or error in giving such notice 
would make it liable. For a full review of the Com- 
mission’s views on the matter of reconsignment, and the 
sufficiency of notice thereof, see the case of Charles 
Becker ys. P. M. R. R., 28 I. C. C., 645 (see page 101 of 
Jan. 17, 1914, issue of The Traffic World). 
% bg * 
Minimum Rate on Shipment in Several Cars. 

Texas.—Question: “Shipment of three cars machinery 
moving from ‘A’ to ‘B’ and reconsigned to ‘C,” bill of 
lading reads, ‘3 cars machinery, N. O. S.’ and covers cars 
RI-95993, 90503, 92901. The minimum of the last two cars 
is 24,000 pounds; the minimum of the first car is 29,000 
pounds. The net weight of all three cars is 94,600 pounds. 
The minimum weight of the three cars added together 
is 77,000 pounds. The first car, whose minimum was 29,- 
040 pounds, was loaded with 23,700 pounds. The other 
two cars with 35,700 pounds and 35,200 pounds, respect- 
ively. The carrier demands additional freight on the 
first car account not loaded to the minimum. Our con- 
tention is that inasmuch as the three cars were booked 
on one bill of lading, the minimum of 77,000 -pounds 
should be observed and, as the entire shipment consisted 
of 94,600 pounds, we do not think that the carrier is 
entitled to the difference between 29,040 pounds and 
23,700 pounds, which was the weight of the first car above 
mentioned.” 


Answer: We assume that the minimum weight of the 
cars in question is not higher than the full loading ca- 
pacity of the cars, and that the shipment moved in West- 
ern Classification territory. Rule 6-A, section 1, of West- 
ern Classification No. 53, substantially -provides that car- 
load ratings apply only when a carload of freight is 
shipped from one station, in or on one car (except as 
provided in rule No. 24) in one day, by one shipper for 
delivery to one consignee at one destination; that only 
one bill of lading from one loading point and one freight 
bill shall be issued for such carload shipment, and that 
the minimum carload weight provided is the lowest rate 
at which a carload rating will be computed. Rule No. 
24, which relates to cars with an authorized minimum 
weight of 30,000 pounds or more, in part provides that 
each car, except the car carrying the excess, must be 
loaded to visible or marked capacity, and each car so loaded 
charged at actual or authorized estimated weight, subject 
to the established minimum carload weight, and at the 
carload rating applicable. 


In the matter of demurrage, the Interstate Commerce 
Commission has ruled that a carrier may insist on issuing 
a separate bill of lading for each car, but that where a 
shipment contained in several -cars moves under one bill 
of lading it must be regarded as a unit, and that demur- 
rage charges would not begin to run until the carrier has 
performed its entire service by tendering for delivery 
the entire shipment (Scudder vs. T. & P. Ry. Co., 21 
I. C. C., 60 (see page 1028 of June 10, 1911, issue of The 
Traffic World). In a supplementary report of the Com- 
mission, 22 I. C. C., 60 (see page 1035 of Dec. 16, 1911, 
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issue of The Traffic World), the Commission passed upon 
the point as to the basis upon which freight charges 
should be collected upon the shipment of the balance of 
one single consignment constituting less than a carload, 
and in construing Western Classification No. 48, I. C. C. 
No. 6, rule 8 thereof, held that “to obtain the application 
of the carload rate on the actual weight of the part car- 
load the entire consignment must move under one bill 
of lading.” In the Goodman Manufacturing Co. case, 21 
I. C. C., 583 (see page .. issue of 
The Traffic World), where the Western Classification 
in effect at the time provided that the actual weight of 
the balance thus to be charged for at the carload rate, 
when covered by one bill of lading, the Commission held 
that if the shipment moved under two separate bills of 
lading, the rule would not apply. 

As the Western Classification rules now provide that 
“the minimum carload weight provided is the lowest 
weight on which the carload rating will be computed,” 
and that “each car must be loaded to visible or marked 
capacity, and each car so loaded charged at actual or 
authorized estimated weight, subject to established mini- 
mum carload weight, at the carload rating applicable” 
when covered by one bill of lading, it would seem from 
the Commission’s holdings in the cases above cited, that 
such a rule is reasonable, and that charges assessed on 
the basis of the minimum carload weight provided is the 
lowest weight at which the carload rating will be com- 
puted, on the car not fully loaded, would be in compliance 
with the published regulations of the carrier and not in 
violation of any provisions of the act. 

* * 7 


Delivery to Carrier on Private Siding. 


Alabama.—Question: “John Smith loads two cars of 
hay which were destroyed by fire while on his private 
siding. The fire occurred on the 13th, before carrier’s 
local train had reached Smithville. One car was loaded 
and bill of lading signed on the 10th; the carrier’s local 
train which handled such movement passed Smithville 
on the 11th and 12th without picking up the car or moving 
it from shipper’s private siding. The other car was loaded 
and billed on the 11th and carrier’s local train passed 
Smithville on the 12th without picking it up or moving it 
from shipper’s private siding. Subsequently John Smith 
presented an invoice, supported with bill of lading, to his 
customer, John Doe, and the bill was promptly paid by 
the latter. 


“Please consider facts as above stated, and advise if, in 
your opinion, John Doe has a valid claim against the 
carrier who executed the bill of lading. Also whether 
the carrier is liable for the full value of both cars, and 
can you refer us to a definite decision of some court of 
law covering the question involved? The carrier claims 
that there is no responsibility with it and that their 
local trains on the 11th and 12th were unable to pick 
up these cars account of having full tonnage. The car- 
rier’s trains stopped at Smithville and did considerable 
local switching, and it is our opinion that they should 
have at least switched these cars from shipper’s private 
siding to some point on their own tracks, to be held there 
until it was possible for one of their trains to move them 
forward. 

“It is possible that the carrier can produce contract 
covering installation of the private siding on which the 
hay was loaded, which contract probably provides that 
the carrier shall not be responsible for property lost by 
fire while the property is on the private siding, regardless 
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of whether the fire was caused by the negligence of itself 
or one of its employes. In the event a contract of this 
kind is in effect, please state if you understand that same 
will relieve carrier from all responsibility under the cir- 
cumstances as outlined above.” 


Answer: The general rule is that a common carrier’s 
liability, as such, begins as goods are delivered to and 
accepted by it for immediate transportation; that is, the 
receipt of the goods lies at the foundation of the contract 
to carry and deliver. In order to constitute a sufficient 
delivery, it is essential that the goods be placed in a 
position to be cared for, and under the control of the 
carrier ,or his agent, with his knowledge and consent. 
An implied agreement on the part of a common carrier 
to assume the responsibility of an insurer of goods at a 
certain place, without actual notice to the carrier, may be 
established by proof of the custom of the carrier to receive 
for transportation goods so placed. 


The mere issuance of a bill of lading for goods does 
not constitute a constructive acceptance of them by the 
carrier for transportation. If the goods were not in fact 
delivered to the agent of the carrier when he delivered 
the bill of lading, the carrier is not liable. Yet a common 
carrier having given a bill of lading for goods cannot 
relieve himself from his liability on the ground that the 
goods were never received by him, except by clearest 
proof of that fact. 


It has been held in Missouri that where the carrier or 
his agent issues a transferable bill of lading acknowl- 
edging a receipt of the goods, it is estopped to deny the 
receipt of the goods when the bill of lading is in the 
hands of innocent parties. Although this rule is not ap- 
proved in most of the states, yet under the Alabama 
Statutes, a bill of lading, regular on its face and issued 
by a carriscr or its authorized agent, is authority for any- 
one to deal with the person to whom such bill of lading 
is issued, on the basis that the goods in fact existed, are 
in the possession of the carrier and subject to the con- 
ditions expressed in the bill of lading. As between the 
carrier and anyone who shows himself bona fide transferee 
and purchaser of a bill of lading, the carrier is estopped 
from denying that.it received and held the goods specified 
in the receipt. But in the same state, the court held 
that the fact that the carrier is forbidden by statute to 
issue a bill of lading for goods before they are delivered 
to it does not affect the value of bills of lading as evi- 
dence of delivery to the carrier. Genison vs. Birmingham, 
etc., R. R., 125 Ala., 378; St. L., etc, R. Co. vs. Com- 
mercial Union Insurance Co., 139 U. S., 223. 


In the shipment in question, while the mere fact that 
the bill of lading was in the hands of a bona fide consignee 
in good faith and without notice will not, in the absence 
of an actual delivery to and acceptance by the carrier 
of the goods for transportation, give a right of recovery 
by the consignee against the carrier, yet the shipper hav- 
ing completed loading of the cars, gave notice thereof 
to the carrier or his agent, and received from the latter 
a bill of lading for the same, prior to the time when the 
goods were destroyed by fire, it is our opinion that there 
had been a complete delivery of the goods contained in 
the cars to the carrier, and that it was liable for the loss 
either to the consignee or to the shipper, even though the 
carrier was unable to pick up the cars, or held the con- 
tract with the shipper providing that he should not be 
responsible for property lost by fire while on the private 
siding, if in fact the loss occurred through some fault 
or negligence of the carrier. See Cincinnati Grain Co. 
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vs. Louisville, etc., 146 Ky., 237; Pinebluff, etc., R. R. 
Co. vs. McKenzie, 75 Ark., 100; American Lead Pencil 
Co. vs. Nashville, etc., Ry., 124 Tenn., 57, and Tate vs. 
Yazoo, etc., R. R. Co., 78 Miss., 842. 


FOLK GOES AFTER SMITH 
THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 
Adjusting his spurs, Chief Counsel Folk, for the Com- 
mission, “has gone after’ Milton H. Smith, president of 
the Louisville & Nashville, in a brief filed in the Supreme 
Court of the District of Columbia August 10, in the case 
brought against Smith by the Commission to compel him 
to answer Mr. Folk’s questions in its investigation under- 
taken in answer to the Luke Lea resolution adopted by 
the Senate. The case will come on for hearing before 
the justices of the District of Columbia Supreme Court 
on August 16. The issue in the case is as to whether 
Mr. Smith can be compelled to tell the Commission 
whether the railroad company used any of its funds in 
political fights in Tennessee, Alabama, Georgia or any 
other state. The railroad company contends that the 
Commission has no power, and that whatever it did in 


such matters is of a confidential or private nature, not 


subject to the Commission’s inquisitorial powers. 


“How and when did the expenditure of funds engaged 
in interstate commerce become private and confidential?” 
asked Mr. Folk in his brief. “A railroad, like any other 
corporation, must act through its officials. Its expendi- 
tures, of course, are made through its officers. Never- 
theless, they are the expenditures of the railroad and not 
the personal expenditures of the officers of the railroad.” 

It is the fundamental proposition of Mr. Folk that it is 
ridiculous for a cOmmon carrier to maintain that it has 
the power to make disbursements for which it need not 
account to the regulating body which the law has charged 
with the duty of seeing that it performs its function of 
furnishing transportation at just and reasonable rates 
under just and reasonable regulations. After quoting ex- 
tensively from the cases indicating the power of the gov- 
ernment to prescribe rules for the regulation of com- 
merce and the control of all instrumentalities by which 
commerce may be carried on, Mr. Folk said: 


“The power to regulate commerce is the power to super- 
vise and prescribe and enforce rules not only to prevent 
the doing of the wrong thing, but whereby the right thing 
shall be done. The power is affirmative as well as nega- 
tive; it is the power to promote efficiency as well as to 
restrain inefficiency; it is the power to protect as well as 
the power to punish.” 


After saying that in the Debs case the court said that 
Congress had power to prevent or remove any obstruction 
to interstate commerce, Mr. Folk suggested that it was a 
monstrous doctrine that a railroad company through its 
officers can spend money for political or any other pur- 
pose and then deny the Commission information as to 
what it has done, although such expenditures may result 
in a marked impairment of the efficiency of a carrier 
making such expenditures. Debs placed physical obstruc- 
tions in the way of Congress. Mr. Folk thinks that Mr. 
Smith is placing economie obstructions on the track, 


“Are not economic obstructions as much within the 
jurisdiction of Congress as physical obstruction?” asked 
the chief counsel. “If Congress has jurisdiction when 
strikers impede the running of an interstate train, it 
would be anomalous if Congress had no jurisdiction to 
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supervise carriers’ expenditures that, unregulated and un- 
controlled, may become so wasteful and wanton as to 
obstruct and impair the efficiency in commerce of an entire 
interstate railroad.” 

Further developing that thought, Mr. Folk said: “The 
funds of an interstate carrier as well as the men and 
women and equipment in the service of such carrier are 
so closely related to the commerce of that carrier as to 
be a part of that commerce. Money is the life blood of 
commerce, and funds withdrawn from that commerce for 
political purposes, or any other purpose, involve the pos- 
sible impairment of the efficiency of interstate commerce, 
and the fact that the funds so withdrawn may be ex- 
pended in intrastate matters does not change their char- 
acter as a part of interstate commerce. 

“The Commission, under the powers delegated to it 
by Congress through the Act to regulate commerce, has 
a legal right and is subject to the legal duty to be in- 
formed as to carrier expenditures, and it is a step toward 
the abuses of the past for any carrier serving the public 
to keep them secret. That secrecy in the matter of expen- 
ditures and rates has been the principal source of evils 
in the railroad business cannot be denied. Corruption, 
discrimination and favoritism breed in the dark and shun 
the light. The evils to be fairly apprehended from the 
governmental information as to the expenditures of the 
funds of interstate carriers are not to be compared with 
the evils that would surely result from secrecy. 


“There can be no effective regulation of interstate car- 
riers if they may keep their expenditures covered up. 
Without information regulation would be impotent and 
blind. 

“The operation of a railroad is not the private concern 
of those who run it, but it is subject to the public use and 
to governmental regulation and governmental visitation. 
There can be nothing private or confidential in the ex- 
penditures of the funds of a carrier engaged in interstate 
commerce as against the visitorial power of the govern- 
ment. It must submit all of its business and all of its 
expenditures to the Commission upon suitable demand 
being made. That demand has been made in this case 
and it is to enforce that demand and to compel the carrier 
to perform its duty under the Act to regulate commerce 
by informing the Commission as to its expenditures that 
this proceeding is now before this court.” 


MORGANTOWN AND KINGWOOD CASE 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


It is the plan of the Morgantown & Kingwood to cancel 
joint rates it now has with the Baltimore & Ohio because 
the latter will not, and the Commission has decided it 
cannot, give the divisions the Morgantown & Kingwood 
thinks it should have on coal. Cancelation of the joint 
rates will bring complaints alleging the combination rates 
to be unjust and unreasonable and praying the establish- 
ment of through routes and joint rates. Inasmuch as 
the combinations will be higher than the group rates 
applying from other mines in that part of West Virginia. 
it is assumed the Commission will order the restoration 
of the existing joint rates, as to the division of which the 
trunk and the short lines will not be able to agree. 

In that roundabout way the short line hopes to bring 
the Commission to a judgment as to whether the divi- 
sions allowed it by the B. & O. are just and fair. The 
Morgantown & Kingwood applied for a determination as 
to what would be fair and just divisions, basing its appli- 
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cation on the assumption that the Commission in the Five 
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Per Cent case had prescribed rates and had thereby 
obtained jurisdiction over the divisions to be made. The 
Commission disposed of the case by saying that, while it 
had allowed the carriers to make a five per cent advance, 
it had not prescribed those rates as the reasonable ones 
to be observed for two years; carriers have been at lib- 
erty to reduce any or all rates they put up as the result 
ofthe permission granted in that case, and therefore the 
decision was that the rates in question had not been 
“prescribed” by it, within the meaning of the law. 

The Morgantown & Kingwood was built by the.late 
Senator Elkins, author of the anti-rebate and other parts 
of the Act to regulate commerce. He built it to develop 
coal lands owned by him and his father-in-law, the late 
Henry Giassoway Davis. At present the railroad and the 
Davis coal properties are controlled by the same trust 
company, but the old relation between the coal company 
and the railroad has been broken, The question that will 
be presented to the Commission, when the joint rates have 
been canceled, is as to whether the railroad company is 
not entitled to be treated as being wholly divorced from 
the coal company and entitled to a division of the joint 
rates on coal that will enable it to make a profit from its 
operations, regardless of the fact that some of the Davis 
and Elkins money is invested in the railroad company, 
some in the coal company and some probably in the trust 
company. 

It is recognized by those interested that if the Commis- 
sion had asserted it had jurisdiction over the divisions in 
the application brought by the Morgantown & Kingwood, 
such a decision would have put every joint rate in the 
country, so far as divisions are concerned, in its keeping; 
that it would have brought a flood of applications from 
carriers that believe their connections do not give them 
a large enough share for the part of the joint service per- 
formed by them, of which there are thousands. 

The late Senator Elkins, denounced in the later years 
of his life as a “reactionary” and a “predatory interests” 
or just plain “interests,” was in a fight much of his time 
with the trunk lines while carrying out his plans for the 
development of the natural resources of West Virginia. 
He was fighting for the right of the shipper to extend 
railroad lines into undeveloped territory and have’ con- 
nections made between such extensions and the main or 
trunk lines on terms fair to the pioneers, who, to make 
a profit for themselves, undertook development work 
which the owners of existing lines did not care to try, 
or were trying to postpone until such time as they, or 
those controlling .their actions, felt they had made as 
favorable terms for the acquisition of undeveloped prop- 
erty as they could force from the owners of the forests 
and coal lands. In a way, therefore, the fight of the 
Morgantown & Kingwood is a continuance of the contro- 
versy which the author of the anti-rebate law started. 


In case Nos. 6960, Vandenboom-Stimson Lumber Co. 
et al. vs. Iron Mountain et al., and 7444, Memphis Band 
Mill Co. et al. vs. Rock Island, the order of the Com- 
mission of May 19, which postponed until further notice 
effective date of order of February 15, has been annulled 
and set aside and order of February 15, in so far as it 
prescribed a relationship between rates on hardwood logs 
and bolts to Memphis, Tenn., from points on defendants’ 
lines in Arkansas, Louisiana and Oklahoma, within 375 
miles of Memphis, and rates on the same commodities 
for corresponding distances between points in Arkansas, 
has been so modified as to become effective Sept. 1, 1916. 
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Increasing Efficiency on the Short Haul 


New Devices, Suggestions and Methods for Increasing Efficiency in Freight Handling and Other 
Branches of Traffic Work. Contributions Are Welcomed. THE TRAFFIC WORLD Will Be 
Pleased to Answer Inquiries Concerning Any Device or Method Mentioned in This Department 


HOW TO SEW BAGS 


I. G. Markey, manager of the Southern Weighing and 
Inspection Bureau, is sending to district managers an 
exhibit illustrating well sewed and poorly sewed bags, 
with instructions that it be placed in the hands of super- 
visors, so that each shipper of sacked .commodities may 
have a copy. The circular, with reproductions of the 
illustrations, is as follows: 

“First—To sew a bag properly, the sewer should use 
one hand to handle the needle and thread and the other 
to roll or turn in the top edges of the bag as he proceeds 
with the sewing. Note illustration No. 1. It is important 
that a needle of proper size be used, for a large, heavy 
8-inch needle that is just the thing for burlap sewing is 
not at all suitable for sewing cotton bags; a small needle 
should be used, one about 41% inches long. 

“Second—The needle should always be pu- through the 





stead should be rather close to the side or corner of the 
bag where the first ear is to be made, the proper dis- 
tance depending on conditions and varying from four to 
six inches. Authorities consulted advise that 24-pound 
flour bags should have at least five stitches taken in sew- 
ing the top of same, 48-pound flour bags nine stitches, 
a 64-inch or 5-bushel oat bag can be securely sewed with 
fifteen stitches, while it takes almost as many stitches 
to properly sew a 100-pound chicken feed or cottonseed 
meal bag. 

“Sewers can easily be taught to sew bags properly as 
above and soon learn to work very rapidly with either 
single or double thread, and if bags are sewed in the man- 
ner that we have outlined there will be less complaints of 
broken packages and short weights from your customers. 


“The importance of a good and safe package is greater 
to-day than ever before, and unless bags are properly 





bag just below the top edges after rolling or turning them 
in, as in illustration No. 1, but stitches should never be 
taken several inches below the roll, as in illustration No. 
3, for in the latter case the upward pull is bound to cut 
almost any kind of material, especially cotton goods. 
“Third—Making the ears of bags is important, and 
proper care should be taken in making ears secure by 
several loops and by seeing that the last stitch on each 
side of the bag is right close up to the ear. The ears 
should never be too large nor too close together, for it 
weakens the top of the bag when the ears are drawn 
together with too few stitches between them. See illus- 
tration No. 4. Again, too large ears usually mean that 
a smaller bag can be used at a saving in cost. 
“Fourth—The number of stitches necessary to insure 
a well-sewed bag varies a good deal, depending on the 
character of the bag, the commodity to be put into same 
and the destination of the package. However, it is essen- 
tial that enough stitches be taken to insure a tight and 
safe top and the first stitch taken in making the ear 
should never be too near the center of the bag, but in- 





sewed after filling there is very little gained by using 
bags of the highest standard.” 


CLAIM PREVENTION 


(By U. G. Coutfer, Freight Claim Agent, Pennsylvania Lines 
West of Pittsburgh.) 

Claims represent failures and can best be avoided by 
pointing out the cause and suggesting a remedy, which 
is done by dissemination of literature, placards and cir- 
culars. This, however, does not accomplish the desired 
result without co-operation of all in the service. One of 
the first steps taken was to acquaint all agents as to 
what claims were costing the Pennsylvania Lines through 
a circular issued by the freight claim agent, and soliciting 
suggestions, many of which, it was felt, had merits. This 
was followed by the issuance of placards and circulars 
jointly by the freight claim agent and the general super- 
intendent of freight transportation, addressed to all em- 
ployes, trainmen, etc., and posted in yard offices, cabins, 
foremen’s offices, etc. This was done under the auspices 
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of a central claim preventive committee appointed by 
the management, with the freight claim agent as chair- 
man, and representatives of all interested departments, 
traffic, transportation and motive power. Frequent meet- 
ings have been held and recommendations formulated 
based upon the investigation made by three sub-commit- 
tees into which the central committee organized: 

1. Loading, stowing and unloading of freight. 

2. Rough handling of cars in trains and yards and in- 
spection of equipment. 

3. Acceptance, delivery, marking and packing of freight 
and car seals. 

Recommendations were made, approved by the manage- 
ment and placed in effect as follows: 

A plan designed to secure greater accuracy in the load- 
ing of freight, and so far it has been placed in effect at 
Fort Wayne, Ind., Chicago, Ill. (Madison street, Jackson 
street, 18th street, and South Chicago), New Castle, Pa., 
Logansport, Ind.,- Indianapolis, Ind., Columbus, O. In 
connection with 1,018 cars loaded from several of these 
stations a test showed that 992, or 97.4 per cent, were 
loaded correctly, and there was no freight either over 
or short therefrom. 

Defective equipment was found to be a frequent source 
of claims, particularly for grain, flour and merchandise, 
cars have leaky roofs, doors and bodies, and after a de- 
tailed study of the subject a card certificate of inspection 
indicating the character of freight for which a car is found 
to be suitable and which can be maintained as a perma- 
ent_record was adopted. _ It was also suggested that better 
lumber be used in the repair work, and that a sprinkling 
device be used for testing car roofs and sides, the device 
having been installed at Columbus, Bradford, Dennison 
and Scully, and the figures showing a material reduction 
in connection with claims of this character. 
| The committee also made a study of the so-called rough 
handling of cars in trains and yards, and developed 
causes in connection therewith which led to suggestions 
as to the renewal of instructions in regard to the careful 
handling of trains by enginemen, and that trainmasters 
and others observe the operation by riding through’ and 
locait trains of divisions, the importance of having all 
parties understand the existing instructions for handling 
cars in yards either over humps or in flat switching. 

These and other suggestions along the same lines were 
adopted, and, upon being transmitted by the general offi- 
cers to the division and local authorities, their hearty co- 
operation has resulted in an improved service and greater 
efficiency, which is reflected in the reduction as shown in 
our own claim payments. 

During the year 1915 the loss and damage claim pay- 
ments were reduced 17.5 per cent, while the revenue in- 
creased 12.5 per cent, and the ratio of loss and damage 
to freight earnings was reduced from 1.6 per cent to 1.17 
per cent, a considerable part of -which may fairly be 
attributed to the campaign for betterment of the service 
and prevention of claims. 


This has been accomplished by eternal vigilance, secur- 
ing attention and the active co-operation of every employe, 
as well as of the shipping public, through the pamphlet 
“How to Prevent Claims” recently issued by the Penn- 
sylvania Lines West of Pittsburgh, and in connection 
with which numerous letters have been received evi- 
dencing the shippers’ interest and their desire to co- 
operate in the campaign to prevent claims and stating 
that they were not fully aware of the conditions that 
brought the matter to their attention, but that they feel 
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it their -duty to co-operate with the carriers to eliminate 
claims by preparing and packing shipments to avoid loss 
and damage, thus securing delivery of their product in good 
condition, otherwise they lose a customer and the Penn- 
sylvania Lines a patron. These pamphlets were distrib- 
uted direct to shippers, also through chambers of com- 
merce, boards of trade, shippers’ organizations and trade 
journals, with the object in view that results should prove 
“good freight getters.” 

This all constitutes efficiency, which must be attained 
to secure the prevention of claims, the word “efficiency” 
having been defined as the possession of the power or 
knowledge to produce the best business results or the 
most effective service, and effectiveness as the result ob- 
tained from energy directed by efficiency. * * #* 

While the reduction in loss and damage claim pay- 
ments, as shown in the figures given above, is gratifying, 
it is not as great as had been hoped for, a slogan for 
a reduction of $250,000 having been adopted, but in view 
of the reduction as made in connection with our own 
claims not having been equaled by the payments to con- 
necting and family lines, the results were .as stated; 
however, having adopted for 1916 the slogan “$250,000 
reduction in loss and damage payments,” the attention of 
connecting lines has again been called to this feature of 
the work with a view of securing a more full and hearty 
co-operation on their part. 

Our plans for the future contemplate further analysis 
and study of the causes of claims for loss, damage or 
overcharge, with suggestions to the interested depart- 
ments as to remedies, and which will include a further 
refinement of the packing, marking and loading rules, and 
a closer study of the problems confronting the local agents 
in receiving, waybilling, forwarding and delivery of freight. 


CAR SHORTAGE WARNING 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The Commission, in its anxiety to prevent a serious car 
shortage, on August 10 issued the following warning and 
advice to carriers and shippers: 

“Reports are being received by the Commission indi- 
cating that a ‘car shortage’ is again threatened, caused 
in part by the heavy movements of grain at this season 
of the year. 

“The Commission therefore takes this opportunity of 
again bringing to the attention of the carriers and ship- 
pers the necessity for close supervision of the methods 
of loading, unloading and moving of cars so as to secure 
the fullest possible use of available equipment. 

“Shippers should endeavor to secure the prompt and 
full loading of cars, and consignees their prompt unload- 
ing and release. 

“The Commission feels justified in urging upon shippers 
and consignees that they shall not use cars for storage 
purposes, but should endeavor to release them as promptly 
as possible and not avail themselves of the full limit of 
free time provided by the tariffs. 

“Carriers should also make every endeavor to eliminate 
delays and expedite the movement of shipments. Cars 
should be promptly returned to the home line, company 
material promptly unloaded, and close supervision given 
to operations at terminals. 

“Individual shippers and their associations and the car- 
riers should co-operate in order that the delays and losses 
consequent to a shortage of cars may, so far as possible, 
be avoided.” 
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Who's Who In Traffic 

: By A. E. Heiss 
* = 


An eye for the symmetrical, an appreciation of the 
stately and the beautiful and a passion for order have 
made Francis Griffith Newlands, U. S. senator from Ne- 
vada, the numerically smallest state, and chairman of 
the Senate committee on interstate commerce, the cen- 
tral figure in the big questions relating to the regulation 
of transportation, whether by railroad, 
by steamship, by cable, by wire or by 
Hertzian waves, and the owner of one 
of the finest colonial homes in Amer- 
ica. Not satisfied with having put 
through Congress the statute that pro- 
vides a way for reclaiming the arid 
and semi-arid lands of the national 
domain, he has now started a grand 
inquiry to find out whether the 
method of regulating common carriers 
we have established is the best that 
American brains and work could pro- 
vide; whether it gives to the carriers 
what is rightfully theirs; and whether 
what should be the shippers’ is prop- 
erly placed to their credit. 

z.t home in Reno, or in San Fran- 
cisco or in Washington, it is suspected 
his real affection is for the colonial 
house on the top of a hill overlooking 
the Potomac and the dome of the cap- 
itol and nearly on a line with the tip 
of the Washington monument. And 
right he is if his heart turns to that 
home, even if legally first place should 
be held by the home in Reno. For 
on that portico, porch, veranda, piazza, 
stoop, or gallery, of that house George 
Washington used to sit sipping port 
wine or a julep. 

What if Alfred P. Thom did first 
suggest an inquiry to determine if reg- 
ulation by forty-nine bodies is not 
the best system that could be devised? 
What if Thom did make the sugges- 
tion to Oscar W. Underwood and the 
latter pass it on to Woodrow Wilson 
to pass on to the lawmakers? Fran- 
cis Griffith Newlands, born at Natchez, 
Miss., in 1848, inheritor of the state’s 
rights doctrine and a member of the 
party supposed to stand for it, had the 
nerve to accept responsibility for it 
and to put the breath of life into an idea put forth by other 
men who are also inheritors of the state’s rights ideas. 

Senator Newlands, author as well of the law creating 
the Federal Trade Commission, is the victim of the law 
that no man who makes the public smile can ever be- 
come known as a statesman no matter how statesmanlike 
his work may be. His reddish brown hair just naturally 
arranges itself in short waves and curls, so that news- 
paper correspondents, with no respect for anybody or 


SENATOR NEWLANDS 
Photo by Harris & Ewing. 








anything not directly in the home town or state of the 
publications they represent, have referred to him as the 
soubrette, or the curled darling, a fondness for pink shirts, 
green cravats and tan shoes probably helping along the 
impression that if he dared, the man representing the 
miners of Nevada, first in the House from 1893 to 1903, 
and then in the Senate since that 
time, might emulate Beau Brummel, 
except for the restraint placed upon 
him of having, every now and then, 
to ask the voters of Nevada to send 
him back to Washington. The cor- 
respondents have even intimated that 
“sending him back” was tautological, 
because he had a home in Washing- 
ton, together with large real estate 
holdings between the _ fashionable 
northwest section and the fashionable 
suburb at Chevy Chase, and to all 
intents and purposes was a Wash- 
ingtonian not intending to be sent 
back. 

Without any effort on his part, the 
Nevada senator has been a sartorial 
rival of James Hamilton Lewis. The 
latter, however, thinks it a sign of 
respect for his constituents to dress 
as well as he knows how. By the 
same sign, he thinks the congress- 
man, senator or representative who 
dresses ill or is slovenly in appear- 
ance has no respect for his employers. 

But a mere enumeration of the 
things at which Newlands has been 
working indicates that dressing and 
keeping the curls in order have not 
been the chief end cf his existence. 
Coming from the semi-arid regions, it 
was natural that he should devise the 
scheme known as the Newlands rec- 
lamation law. There is no reason to 
be found in his home state for his 
devotion to the theory that business 
needs a quasi-judicial body, such as the 
Federal Trade Commission, the cause 
of whose creation is also a Newlands 
statute, yet he worked at that until 
success came. 

There is every reason in the world 
why he shouid always have taken a 
large interest in transportation. His legal residence is in 
Nevada, where there are fewer miles of railroad to the 
area, probably, than any other port of the Union. Be- 
fore he went to Nevada, in 1888, he had lived in California, 
the political history of which is bounded by the words 
“Southern Pacific,” if Hiram Johnson is to be believed. 
No one with a soul so much alive as that of Senator 
Newlands could have lived in Calfornia and Nevada with- 
out being interested in transportation, reclamation, and bi- 
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metallism, or free silver. And Newlands has taken an 
interest in each, serving as vice-chairman of the national 
silver committee and being one of the organizers of the 
Silver Party, brought into being by Grover Cleveland’s 
devotion to the gold standard and the Republican. de- 
termination that it could no longer stand for 16 to 1, 
sacred or otherwise. 


It was the Silver party which sent Newlands to Con- 
gress to succeed Horace F. Bartine, known to all who 
have ever had anything to do with any phase of the 
intermountain case. After serving five terms in the 
House, he was promoted to the Senate in 1903, the choice 
of the Silver and Democratic parties, returned in 1909 
and 1915 by the same forces, now generally merged in 
the Democratic organization. “Down the alley and up 
the backstairs” comes the report that the narrow margin 
of Newland’s re-election in 1914 for the term beginning 
in 1915, caused him to give up living in that fine colonial 
house, now occupied by Assistant Secretary Peters of 
the treasury. . 


Senator Newlands is a lawyer, having been admitted to 
the bar in Washington, where he worxed after quitting 
Yale in his junior year. After admission to the bar, re- 
membering Horace Greeley’s advice, young Newlands went 
as far west as possible, without leaving the jurisdiction 
of the United States. He practiced in California until 
1886, when he became a trustee under the will of William 
Sharon, formerly senator from Nevada, whose daughter 
the young lawyer had married in 1884. His trusteeship 
made it necessary for him to be in Nevada much of his 
time, so he moved to Reno, with results and consequences 
hereinbefore set forth, especially five elections to the 
House and three to the Senate, enabling him to persuade 
Congress to pass the Newlands reclamation bill, the New- 
lands Federal Trade bill and finally the Newlands joint 
resolution to investigate railroad regulation. 

His passion for order has caused him, every year he 
has been in the Senate, to urge on the members of that 
body to adopt a program or “slate” if you prefer the 
terminology of political bossism. And yet he could be 
made happier than by the accomplishment of the matters 
and things already mentioned. He. has an ambitious 
scheme for the control of flood waters, especially those 
of the Mississippi, about which he has known since he 
was a baby. But even accomplishment of that might not 
make him perfectly happy. The presidency is an office no 
Mississippian has held since old Zachary Taylor. New- 
lands has been suspected of thinking that a red-haired 
son, born at Natchez, the year Taylor was elected, would 
acceptably fill that place. 


LAKE COAL COMPETITION 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Soft coal operators in Tennessee and Kentucky have 
added a complication to the lake cargo coal rate situation 
by filing a complaint asking that the Louisville & Nash- 
ville on the one hand and the Cincinnati, Hamilton & Day- 
ton and the Big Four on the other, each in connection 
with the L, & N., be required to establish proportional 
lake cargo rates such as are maintained from mines in 
Pennsylvania, Ohio and West Virginia. They ask spe- 
cifically that such rates apply from the mines of the com- 
plainants on the L. & N. to Toledo and Sandusky, O. 


The allegation is made that the C. H. & D. and the Big 
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Four unjustly discriminate against the operators on the 
L. & N. by maintaining such proportional lake cargo coal 
rates from the mines in Pennsylvania, Ohio and West Vir- 
ginia, but _refuse to accord. such rates to the complainants 
to either of the lake ports before mentioned. 


Inasmuch as the complaint was filed by Francis B; James, 
E. E. Williamson and Wayne P. Ellis, who are attorneys 
for the West Virginia operators resisting the efforts of the 
Ohio and Pittsburgh district operators to increase the dif- 
ferential on lake cargo and also on commercial coal, it is 
suspected this complaint is closely related to the defensive 
efforts that are being put forth by the West Virginia ope- 
rators. The latter, it is believed, are not particularly in 
favor of getting the Kentucky and Tennessee operators into 
the lake cargo coal business, but rather than have the dif- 
ferential against themselves increased, they are willing to 
suggest that the railroads which are proposing an increase 
in that differential are unjustly discriminating against the 
Kentucky and Tennessee operators by refusing to give 
them proportional cargo coal rates lower than the local 
joint rates now published from Tennessee and Kentucky 
to the ports mentioned. The rates now in effect are not 
limited to cargo coal, but apply to fuel that may have 
its final destination at the ports. In that particular they 
create a different situation from that existing in respect 
of coal from the Pittsburgh district, from Ohio and from 
West Virginia. From each of the districts mentioned, car- 
riers maintain what are known as “lake cargo’’.coal rates 
that are lower than charges on coal destined for final de- 
livery at the Lake Erie ports. 

The prayer of the complainants in this case is that 
whatever lake cargo coal rates may be made to apply 
they shall be available for making up joint rates by lake 
and by lake-and-rail and by rail-lake-and-rail. 


At the hearing held at Atlantic City by Examiner Mar- 
shall, on the litigation already in existence regarding the 
lake cargo and commercial rate adjustment, as now in be- 
ing and as proposed, it was plainly indicated that Ohio 
operators intend filing formal complaints alleging a mal- 
adjustment. These complaints will be an answer, in a way, 
to the efforts that are being put forth by the railroads to 
increase the differential by advancing the West Virginia 


‘rates. They are proposing to also advance the rates from 


Pittsburgh and Ohio, but it is well understood they are 
not hoping or expecting the Commission to allow advances 
from Ohio and Pennsylvania. They really hope the regu- 
lating body will merely approve advances from West Vir- 
ginia. A general advance would not remove the cause of 
complaint set up by the Pittsburgh and Ohio operators. 


COMMISSION ORDERS. 


Cases Nos. 7959, Charles Platts vs. N. Y., N. H. & H. 
et al., and 8192, Oyster Growers’ Assn. of North Amer- 
ica vs. B. & O. et al., have been reopened for further 
hearing, to be confined to testimony relating to reasonable 
charges for icing interstate shipments of shucked oysters, 
less than carload, and oysters in shells, carload. 

The Cleveland Cliffs Iron Company has been allowed to 
intervene in case 8805, Stevenson Charcoal Iron Company 
vs. Soo Line et al. 


In case 7399, Eastern Ore. Producers’ Assn. vs. C., B. & 
Q. et al., the Commission has ordered that the time in 
which defendants shall be expected to establish the 
routes and rates in conformity with conclusion announced 
on May 10 be extended from Sept. 1 until Nov. 1, 1916. 
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The Open Forum 
A Department for the Discussion by Patrons and Friends of THE TRAFFIC WORLD of 
Transportation Questions of Interest to Traffic Men Who Keep in Touch 
With the Times—Contributions Are Welcomed 





THE MEASURE OF FREIGHT RATES 
Editor The Traffic World: 
Your editorial of July 29, ‘Centralized Control,” con- 


cludes with a reference to a clause which a number of 
business organizations have embodied in resolutions, and 


. which in the latest form reads as follows: 


“That Congress having chosen to leave to private capital 
the function of providing the people with rail highways, 


should insure reasonable extensions of such highways into 
new regions as well as the improvement of existing roads 
by declaring it by statute the policy of the government to 
permit such a system of rates as will yield earnings suffi- 
cient to attract investment for new construction.” 


The purpose of this recommendation, you indicate, is not 
clear to you. Many think the proposed provision the most 
vital and fundamental of all those which are being advo- 
cated for strengthening the position of the carriers. The 
form in which it appears grows out of events. 

Commissioners Harlan, Lane and Prouty, in their 
opinions in 1911, deciding, respectively, the Southwestern, 
Western and Eastern rate cases, made it plain that the 
question was whether the roads needed the revenue, and 
having made findings on that issue, the Commission sanc- 
tioned accordingly the advances which were under attack 
in the Southwest, while denying the proposed increases 
West and East. In the Eastern and Western cases, at- 
torneys for shippers questioned whether the act gave the 
Commission authority to consider rates as a whole or the 
result of rates upon the financial condition of the prop- 
erties. No commissioner, however, in any one of the three 
cases, dissented in writing either from the conclusions or 
from the basis. Phrases from these unanimous decisions 
were quoted putting the Commission on record as inter- 
preting its power to include strengthening of railway 
credit through rate advances. 

When the five per cent advance case came on in 1913-14, 
practically the whole energy of the participants was de- 
voted to the question whether the roads required larger 
earnings and on this basis the July decision granted ad- 
vances in C. F. A. territory and denied them in the re- 
mainder of the area affected. Commissioners McChord 
and Daniels dissented from the denial, but no commis- 
sioner in writing dissented from the basis. In Decem- 
ber, however, when the denial was reversed, two com- 
missioners dissented—Judge Harlan, on the ground that 
the advances, though needed, had not been applied by a 
proper method; Judge Clements, on the ground, then 


for the first time put forward in a written opinion, that 
the Commission has no legal authority to sanction in- 


creased rates “upon consideration of general financial 
and operating results.” From being alone in this posi- 
tion at the close of 1914, Commissioner Clements found 
himself in 1915 supported by four of his colleagues—the 
Board by a vote of five to two in the Western freight rate 
case refusing to make any finding whatever upon the 
financial necessities of the roads and specifying, where 





advances were sanctioned, that the proposed rates taken 
by themselves had been adjudged reasonable. 

If this case was to be followed as a precedent, the 
situation thus created left no means for adjusting rate 
systems to increasing cost of operation. No manufac- 
turing or mercantile establishment could survive under 
such a scheme. Railways are wholly commercial insti- 
tutions in that they must make both ends meet in order 
to attract capital for extensions and for creation of new 
plant. Nothing therefore remains but to fit the law to 
the national necessities. . 

The Railway Business Association is suggesting to 
business organizations that they favor a provision of law 
as proposed in the resolution quoted. A large number of 
industrial executives have collaborated in the language, 
which has undergone changes since publishing the first 
experimental draft. The experience and skill of The Traf- 
fic World will be welcome in composing happier phrases 
to express a statutory purpose which has, I think, consist- 
ently had the sympathy of your valuable journal. 

FRANK W. NOXON, 
Secretary, Railway Business Association. 
New York, N. Y., August 2, 1916. 


NEW HAVEN BOAT LINE CASE 


Editor The Traffic World: 

It is told of a prominent steamship manager that he 
sent for a detective agency to undertake some investiga- 
tions in connection with his business. The detective man 
said: “Do you want me to ascertain the truth or do you 
want evidence to support a pre-judgment on your part? 
If you want the truth I’ll take the job; if you want ‘evi- 
dence’ you’ll have to get some other agency.” He did not 
get the job. 

The incident points a moral, and comes to mind in con- 
nection with the present application of the New Haven 
road under the Panama Canal act to retain its Sound 
Line interests. Representatives of the administration 
have demonstrated by their attitude in the hearings that 
they were more interested to procure “evidence” against 
the application than to ascertain the truth. 

The language of the act and the intent of Congress 
in framing the act clearly indicated what is required. 
Does the present situation on the Sound prevent compe- 
tition? It is not a question of how the New Haven road 
keeps its records; it is not a question as to the method or 
mode of living of the officers of the road, whether they 
are good or not good, whether the road is managed with 
skill and good judgment, or any other extraneous, irrele- 
vant facts. Is competition prevented? The Sound is a 
natural highway, upon which all may pass freely on their 
lawful occasions. There are lines from several ports 
which are not controlled by the New Haven. At one or 
two places industrial concerns operate their own boats 
and find it profitable. Between Providence and New York 
an independent line operates whose freight capacity is 
limited. 
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In considering a steamer service a fundamental fact is 
often overlooked. The capacity of a steamer is not elas- 
tic—there is just so much space, no more and no less. 
Service by rail is elastic. Trains may be increased or 
reduced in number and in size. Terminals, however, are 
rigid, and terminal service is governed by conditions of 
weather and other circumstances. 


The point I wish to make, however, is why should a 
department of the government approach a duty placed 
upon it by an act of Congress in a frame of mind not 
warranted by the act itself or its purposes and in oppo- 
sition to facts which are apparent to all? Are we to 
gather from this that the government is unfriendly and 
that when we approach it we are always to be put to the 
necessity of overcoming an undercurrent of malicious 
opposition? “All government derives its just powers from 
the consent of the governed.” 

J. D. HASHAGEN. 

Boston, Aug. 3, 1916. 


AGENTS ISSUING TARIFFS 


The following list of names and addresses of agents 
issuing freight tariffs has been compiled from the records 
of the Interstate Commerce Commission and will be pub- 
lished from time to time with such corrections as may 
be necessary. We ask subscribers to notify us of any 
errors in this list or any changes that may occur of 
which they have knowledge. There are perhaps fifty 
more such agents on the Commission’s records, but they 
have filed no tariffs recently. 

Allen, S. A., Cent. States Desp. Continental Line Cincin- 
nati, O. 

Anderson, Frank, Memphis Tariff Committee, Memphis, 
Tenn. 

Arnold, H. E., Rutland-Mich. Central Line, Lowell, Mass. 

Barr, F. J., Indianapolis Frt. Committee, Indianapolis, Ind. 

Beck, T. Clem, Lake Shore-L. V. Route, etc., New York, 
M.. % 

Behrman, M., New Orleans Public Belt R. R. Co., New 
Orleans, La. 

Bell, C. E., Virginia Classification, Atlanta, Ga. 

Bode, C. E., Ill. Cent. Traction Co., Springfield, O. 

Boyd, E. B., Western Trunk Line Committee, Chicago, III. 

Boyd, E. B., Illinois Frt. Com., Chicago, IIl. 

Boyd, E. B., Gulf Foreign Frt. Com., Chicago, III. 

Braun, A. C., Switching Trf. at Dayton, O., Dayton, O. 

Briggs, Lafayette, Traders Desp. F. F. Line, F. H. Stocker, 
Chicago, Ill. 

j.roaddus, Andrew, Cumberland Gap Despateh, Louisville, 
Ky. 

Bullen, C. W., S. E. Miss. Valley Trf., New York, N. Y. 

Cameron, Wm., St. Louis-Cincinnati-Louisville Frt. Com., 
St. Louis, Mo. 

Cameron, Wm., St. Louis Eastbound Frt. Com., St. Louis, 
Mo. 

Chalenor, L. E., Southeastern Freight Association, At- 
lanta, Ga. 

Childers, C. E. E., Pittsburgh Frt. Committee, Pittsburgh, 
Pa. 

Christian, J. R., Mallory & Sou. Pac. Co.’s Atlantic S. S. 
Line, Houston, Tex. 

Collyer, R. N., Official Classification Com., New York, N. Y. 

Conard, G. P., Car Capacities and Dimensions Tariff (The 
Official Railway Equipment Register), New York, N. Y. 

Cottrell, J. J., Va. Lines’ Trf. Bureau, Richmond, Va. 

Countiss, R. H., Transcontinental Frt. Bureau, Chicago, II. 
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Crawford, John H., Wabash-Lackawanna F. F. Line, New 
Yorx; N. Y. 

Crow, W. R., Erie Despatch, Chicago, III. 

Davis, F. V., Ohio coal roads, Columbus, O. 

Denyven, J. M., Mobile Import Tariff, St. Louis, Mo. 

Dudiey, Geo., agent for individual lines, Boston, Mass. 

Duke, Nat, Lake Shore-Lackawanna Line, New York, N. Y. 

Duke, Nat., Mich. Cent.-Lackawanna F. F. Line, New York, 
m. F. 

Duke, Nat., Wabash-Lackawanna F. F. Line, New York, 
: a £ 

Duval, J. E., Canadian Car Service Bureau, Montreal, Que. 

Emerson, W. P., New Orleans Tariff Com., New Orleans, 
La. 

Fonda, A. C., Texas Tariff Bureau, Austin, Tex. 

Fulton, C. E., Chicago & Ohio River Com., Chicago, Ill. 

Fyfe, R. C., Western Classification Com., Chicago, IIl. 

Gilbert, A. P., Richmond, Va., Switching Directory, Rich- 
mond, Va. 

Gomph, F. W., Pacific Freight Tariff Bureau, San Fran- 
cisco, Cal. 

Graham, H. J., Lackawanna Line, Chicago, Ill. 

Griffin, C. H., Colo.-Utah Frt. Bureau, Salt Lake City, Utah. 

Griffin, C. H., Intermountain Demurrage Bureau, Salt Lake 
City, Utah. 

Griffin, C. H., Local Utah Frt. Bureau, Salt Lake City, 
Utah. 

Guthrie, C. B., Official Frt. Trf. Directory, Washington, 
D. C. 

Hall, A. D., Southern Freight Association, St. Louis, Mo. 


Hardin, F. M., S. E. Demurrage Bureau, Atlanta, Ga. 


Howe, Carl, New York Central F. F. Lines, Chicago, Ill. 

Hunter, J. A., Zanesville Switching Tariff, Zanesville, O. 

Leland, F. A.,-Southwestern Tariff Committee, St. Louis, 
Mo. 

Lewis, Thornton, Kanawha Despatch, Cincinnati, O. 

Loomis, J. C., Louisville Car Service Assn., Louisville, Ky. 

Loomis, J. C., Chi.-Ind. & Louisville Demurrage and Stor- 
age Rules, Louisville, Ky. 

Lowry, L. A., Chicago Switching Committee, Chicago, II. 

McCain, C. C., Trunk Line Association, New York, N. Y. 

Merki, George, Joint Rate Inspection Bureau, Chicago, Ill. 

Morris, Eugene, Central Freight Association, Chicago, IIl. 

Morris, Ira W., Columbus Switching Tariff, Columbus, O. 

Mote, E. E., Pacific Car Demurrage Bureau, San Fran- 
cisco, Cal. 

Neereamer, A. L., Central Electric Traffic Assn., Indi- 
anapolis, Ind.* 

Pierce, C. J., National Desp.-Great Eastern Line, Boston, 
Mass. 

Pierce, R. S., Cincinnati Switching Com., Cincinnati, O. 

Powe, W. R., Southern Classification, Atlanta, Ga. 

Rains, G. S., agent, Norfolk, Va. 

Ransom, G. C., Canadian Classification, Montreal, Que. 

Renneker, W. E., Florida Orange-Pineapple Tariff. 

Robinson, L. R., Canadian Pacific Despatch Eastbound 
Guidebook. 

Sedgeman, W. J., Seaboard-Colo.-Utah Com., New York, 
N. Y. 

Sedgeman, W. J., Seaboard Texas Com., New York, N. Y. 

Shallenberger, F. E., Star Union Line, Pittsburgh, Pa. 

Smith, G. A., Peoria-Pekin Switching Tariff, Peoria, III. 

Souders, L. M., Empire Line, Chicago, IIl. 

Stewart, J. B., Ontario Central Desp. F. F. Lines, New 
York, N. Y. 

Story, S. A., Diamond Desp. & L. V. Transp. Co., Buffalo, 
x. ¥. 
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Vaughan, R. H., Blue Ridge Despatch, Cincinnati, O. 

Washburn, M. P., S. E. Mississippi V. Frt. Assn., Louis- 
ville, Ky. 

Whiton, H. J., Rome, Watertown & Ogdensburg Line, 
Boston, Mass. 


POSITIONS WANTED OR OPEN 


GOOD MEN ARE ALWAYS IN DEMAND, AND THE 
Traffic World is the logical medium for getting the men 
and the positions in touch with one another. The rates 
for classified advertisements are as follows: $2.00 pe” 
inch first insertion, $1.00 per inch second insertion, $0.50 
per inch each additional insertion, payable in advance. 
Keyed advertisements forwarded free and all correspond- 
ence held in strict confidence. 

THE TRAFFIC WORLD, 
418 So. Market Street, Chicago. 
(SAREE YTS AE AEE TANS TRESS EL NES RS NRT, WI WRENNER 
POSITION WANTED by TRAFFIC MAN, broad knowl- 
edge of tariffs and rulings of I. C. C. Had charge various 
departments large railroad office; now with outside firm. 
Have helped prepare rate cases. Best of references. 
Would like position as assistant to traffic manager. M. M. 


77, The Traffic World, Chicago. 











Railway official, 20 years with present compzny, desires 
to get into commercial work with commercial club or 
board of trade in a live town. If necessary, could fill 
position of secretary and handle the railroad department. 
Experienced in transportation, traffic, railroad commission 
matters and industrial work. Large acquaintance with 
railway officials, manufacturers and shippers. Address 
C. H. 29, care The Traffic World, Chicago. 





Experienced and competent TRAFFIC MANAGER and 
AUDITOR desires to make a change in the near future; 
employed at present; best of references and recommenda- 
tions; twelve years’ experience in traffic and auditing 
work. D. S. 9, care The Traffic World, Chicago. 

A good opportunity for an INDUSTRIAL TRAFFIC 
MANAGER to secure a competent ASSISTANT of 
reputable character. Age 27; have ten years’ actual ex- 
perience with both carrier and shipper. At present in 
charge of traffic for mercantile firm, but am qualified for 
broader work and desire to connect with some large indus- 
trial concern. Minimum salary considered, $1,300 per year. 
Prefer eastern location. Box 13, care The Traffic World. 
en 

TRAFFIC MANAGER of large commercial organization 
desires to leave present position account. poor financial 
condition of the organization. Age 29; married. Has built 
up one of the best traffic departments in section of coun- 
try. Large personal acquaintance among traffic officials. 
Familiar with rates and tariffs of entire country and every 
phase of traffic work. Former chief rate clerk trans- 
continental carrier. Wants to connect with Chicago or 
mid-western railroad or industrial concern. Salary rea- 
sonable. Highest references. M. L. 15, care The Traffic 
World, Chicago. 

RE EC SN TAS CELTS ASN KN IRR UE EME 

TRAFFIC MANAGER, now employed, desires to change 
to some larger commercial house or commercial associa- 
tion. Has had technical training in interstate commerce 
and law and eight years’ practical traffic and executive 
experience. Twenty-seven years, single, and thoroughly 
steady in habits. K. B. 44, The Traffic World, Chicago. 
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Never Touches 
The Ground 


Your Eastern L. C. L. freight is being dis- 
tributed in that process illustrated above, Mr. 
Shipper. 

On the track to the right, is your incoming 
carlot from the West. On the track beyond is 
a car going out (without delay), carrying a 
part of your L. C. L. freight to Eastern Penn- 
sylvania, New York, Vermont, Maine or 
Massachusetts. 


Your L. C. L. packages being removed from 
your carlot, never touch -the ground at Ho- 
boken. Doesn’t that appear to be a scientific 
and time-saving transfer? 

Now that you are using 


Hoboken Shore Road 
Eastern Distribution Service 
you are pocketing a saving of upwards from 
$15.00 per carload of 30,000 pounds. You are 
minimizing damage, and you are saving your- 
self and the trunk lines you use an immense 


amount of bother in respect to claims as well 
as in regard to handling L. C. L. freight. 




















Hoboken Shore Road 





connects with And All 
New York Central : 
(Except between Chatham This At 
— Mt. KP and Nep- 
perhan, a 2 
_ ee, a Absolutely 
ennsylvania R. R. 
D. L. w- R. R. No 
rie R. R. 
Lehigh Valley R. R. Cost To 
Central R. R. of N. J. a ee ee 
Baltimore & Ohio R. R. Yourself 


N. Y. O. & W. R. R. 





HOBOKEN SHORE ROAD 


Foot of Fifth Street: 


Hoboken, N. J. 
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BOAT LINE ASKS JOINT RATES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


A two-day hearing was held by Examiner Watkins, July 
18 and 19, on the complaint of the Baltimore & Carolina 
Steamship Company and the Goldboro (N. C.) Chamber 
of Commerce against the Atlantic Coast Line, Seaboard, 
Southern and the Norfolk Southern, in which the steam- 
ship company is seeking to force the railroads, under the 
Panama Canal act, if not under the general provisions of 
the Act to regulate commerce, to enter into through route 
and joint rate arrangements with it. 

The case also involves the question of the right of 
the Baltimore & Carolina Steamship Company to compel 
defendants to afford docking facilities at Wilmington and 
New Bern, the steamship company alleging that, having 
been compelled to vacate the private dock which it was 
using under contract, it has been unable to obtain either 
the use of any other dock at Wilmington or to obtain either 
chase or lease any land in the harbor that would be suit- 
able for the construction of a dock; that the railroad com- 
panies own docks at Wilmington which are not being used 
by any regular steamship lines but are leased to whole- 
sale merchants as storage places, yet, notwithstanding 
this fact, the Baltimore & Carolina Steamship Company 
is unable to secure any docking facilities. The same 
general allegation is made with respect to the port of 
New Bern, where the Norfolk Southern owns a dock 
which is not being used by any steamship line; in fact, 
there are no boats operating to the port of New Bern, 
although several lines formerly made New Bern a port 
of call. At Wilmington, with a fine harbor and ample 
docking facilities there is but one regular line of steam- 
ships, the Clyde Line, which furnishes a twelve-day serv- 
ice only between New York City and Wilmington. 

The steamship company and the chambers of commerce 
of cities, especially in eastern North Carolina, petition 
the Commission to require the defendant railroad com- 
panies to provide facilities for the receipt and delivery of 
freight in connection with the Baltimore & Carolina 
Steamship Company and to establish reasonable joint 
rates and through routes to North Carolina territory, 
through the ports of Wilmington and New Bern. 


Large delegations from eastern Carolina towns attended 
the hearing and testified to the necessity for such serv- 
ice, contending for the right to have the benefit of rea- 
sonable through rates through North Carolina ports in- 
stead of being compelled under the existing rate adjust- 
ment to forward their freight through the port of Norfolk, 
Va., simply to give the defendant railroads the benefit 
of a longer rail haul on traffic from Baltimore. 

The Baltimore & Carolina Steamship Company and 
other complainants were represented by J. H. Fishback of 
Washington, D. C., and the Goldsboro Chamber of Com- 
merce was further represented by Teague & Dees and 
M. R. Beaman, traffic manager of the Goldsboro Chamber 
of Commerce. The Merchants’ & Manufacturers’ Associa- 
tion of Baltimore, which intervened on behalf of com- 
plainants, was represented by A. E. Beck, traffic mana- 
ger of that organization. Col. W. S. Rodman appeared 
on behalf of the Norfolk Southern, W. A. Townes for the 
Atlantic Coast Line, Edward S. Hart for all the carriers. 
Among those in attendance at the hearing were J. W: 
Perrin, assistant freight traffic manager of the Atlantic 
Coast Line Railroad, H. G. Waring, assistant general 
freight agent of the Seaboard Air Line Railway, and 
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J. F. Dalton, general freight agent for the Norfolk South- 
ern Railway. 

The two days were occupied in hearing the testimony 
of complainants. Mason L. Weems Williams, president 
of the Baltimore & Carolina, and J. L. Doten, agent of 
the steamship company at Charleston, formerly at Wil- 
mington, testified on behalf of the steamship company, 
and explained how that company had been compelled to 
withdraw its service from the port of Wilmington be- 
cause of inability to induce the owners of any dock or 
property that would be available and suitable to give the 
steamship company dock facilities and the railroads had 
refused to honor through bills of lading. They testified 
to the fact that the steamship company now owns and has 
in operation three vessels and is building two others; 
that the organization is financially sound and has large 
financial resources; that the company desires to estab- 
lish a regular service at the ports of New Bern and Wil- 
mington and demands the right to joint through rates 
and through routes in connection with defendant rail 
carriers to and from North Carolina territory. M. R. 
Beaman, traffic manager, Goldsboro Chamber of Com- 
merce, gave testimony showing that in previous years, 
when the steamship lines operating to North Carolina ports 
were independent of railroad ownership, lower rates pre- 
vailed to and from North Carolina ports; that, upon the 
boat lines being acquired by the railroad companies, 
either the boat lines were withdrawn and rates advanced 
or the rates via the boat lines to North Carolina poris 
were raised so as not to compete with the routes through 
Norfolk. 

Mr. Beck of the Merchants’ & Manufacturers’ Associa- 
tion of Baltimore testified to the value of a regular steam- 
ship service between the port of Baltimore and North 
Carolina ports, and explained that such service could 
only be made available by requiring the railroad com- 
panies operating from the ports of Wilmington and New 
Bern to establish joint rates and through routes in con- 
nection with the Baltimore & Carolina Steamship Com- 
pany. Prominent business men of several North Carolina 
towns, especially Goldsboro, Fayetteville, Kinston and 
Wilmington, testified in support of the petition. 


An example of the present rate adjustment on which 
much stress was laid by complainants is that the defend- 
ant rail lines in connection with the Chesapeake Bay 
steamers publish a through first-class rate of 78 cents 
from Baltimore to Kinston, 30 miles from New Bern; 
this rate of 78 cents is applied to points clear across the 
state, including Goldsboro, involving a rail haul of 160 
miles from Norfolk, Raleigh with a rail haul of 185 miles 
from Norfolk, Greensboro with a rail haul of 280 miles 
from Norfolk, and Winston-Salem with a rail haul of 287 
miles from Norfolk. The only rates applicable to traffic 
moving through Wilmington or New Bern to and from 
interior North Carolina towns are the local state rates, 
which are based on distance. 


While the rate of 78 cents is applied from Baltimore 
through Norfolk with a rail haul of 160 miles from Golds- 
boro, the local state rate between Wilmington and Golds- 
boro, 84 miles, is 45 cents first class, and between New 
Bern and Goldsboro, 59 miles, 38 cents first class. The 
rail haul between Wilmington and New Bern to prac- 
tically all of the North Carolina territory except a few 
points in the extreme northeastern part of the state on 
the Norfolk Southern is much shorter to Wilmington and 
New Bern than the distance to Norfolk. On this basis it 
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is claimed that notwithstanding the longer distance by 
water from Baltimore to Wilmington and New Bern than 
from Baltimore to Norfolk, and using constructive water 
mileage that the rail rates between Wilmington and New 
Bern and interior North Carolina points should be reduced 
so as to afford, in connection with a reasonable division 
to the water line from Baltimore to Wilmington and New 
Bern rates, which shall be differentials under the water 
and rail rate to the same points through Norfolk. 


TOLEDO ASKS RELIEF ON GRAIN 


H. G. Wilson, for the Toledo Produce Exchange, has 
filed with the Commission a complaint against the New 
York Central and other carriers asking for joint through 
rates on grain and grain products that will give Toledo 
the same freedom in disposing of these commodities as 
applies to its competitors. It is asked that the carriers 
participating in this traffic from Toledo to Atlantic sea- 
board and trunk line points be required to establish on 
domestic and export grain and products in lieu of present 
rates, reshipping rates that shall not exceed 78 per cent 
of the current Chicago-New York rates, and to establish 
ex lake rates that shall be reasonable and non-discrimi- 
natory. It is asked that carriers participating in this 
traffic from Missouri River points to Toledo shall establish 
just, reasonable and non-discriminatory joint through 
rates, or rates that will permit the compla.nant and other 
Toledo dealers the same freedom of disposition and other 
practices as now accorded to Toledo’s competitors—Buf- 
falo, Chicago, St. Louis, Duluth, Peoria and Missouri River 
markets. 

It is pointed out in the complaint that the dealers lo- 
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cated in the markets of Chicago and on the Mississippi 
and Missouri rivers and other places, under rate adjust- 
ments applicable there, can buy grain at any point and 
are then at liberty to dispose of it at any market or 
destination in the United States or foreign countries, and 
the rates to and from such markets only equal but do 
not exceed the through rate from point of shipment to 
final destination; but in all instances the combination 
of rates into and out of Toledo, particularly to Atlantic 
seaboard and trunk line points and for export, exceed 
the through rates from point of origin to destination; 
that notwithstanding there are certain transit arrange- 
ments in effect at Toledo, such arrangements frequently 
restrict the movement at the through rate to specified 
lines or routes, while the demand for the grain or product 
may be via other routes to destinations not reached by 
such lines or routes, thus depriving Toledo dealers of the 
opportunity of doing the business, to their disadvantage; 
that the said transit arrangements require the investment 
of greater amounts of capital in the inbound freight 
charges, and although the excess inbound charges are 
refunded under the transit arrangements, the refunds do 
not include the interest charges which dealers must pay 
for money, the use of which the railroad has during the 
period of suspended transportation. 

In 1912 a similar complaint was laid before the Com- 
mission, at the hearing of which a compromise adjust- 
ment was reached, resulting in an order (30 I. C. C., 498), 
the compromise rates therein stated being made effective 
Aug. 1, 1914, it being understood and stated in the order 
that, though neither party was entirely satisfied, both 
rarties had indicated their willingness to submit to an 
actual trial of the rates. Those rates are in excess of 
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“Brown-Portable” Machines are made to handle Bags—Bales—Boxes —Barrels—Bundles—Bulk 


They are used to Load and Unload wagons, cars, barges, and steamers; to Pile to any height in warehouse or in the 
open; to Elevate goods to upper floors of warehouses; to Convey packages in mills, warehouses, industrial plants and on docks. 


“WE MAKE THE MACHINE TO FIT THE JOB”—Let us hear from ycu—Ask for Bulletin No. 60. 
BROWN PORTABLE ELEVATOR CO., 10 So. La Salle St., Chicago, Ill. 


Loading Heavy Rolls on Boat by “Brown-Portable” Conveyor 
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78 per cent of the current Chicago-New York rate, and 
were so at the time, it is stated. 

The complainant says he is now convinced that the mar- 
ket cannot do the business to which it is justly entitled 
under the present adjustment, and charges that the rates 
referred to are unreasonable and unjust and unduly dis- 
criminate against the Toledo market and subject it to 
undue prejudice and disadvantage. He says the two 
years’ limit of the order of the Commission referred to 
is about to expire, and it has come to his notice, through 
rumors from reliable sources, that the carriers purpose 
to increase these rates from Toledo without making any 
increases in the rates from competing markets, which 
would establish still more unreasonable and unjust rates 
and increase the discrimination and disadvantage against 
the Toledo market. 


WHEELER’S LETTER TO WILSON 


Harry A. Wheeler, vice-president of the Union Trust 
Company, Chicago, as chairman of the Chamber of Com- 
merce of the United States Committee on the railroad situ- 
ation, has sent to President Wilson the following letter, 
copies of which have also been sent to the railroads and 
their employes and members of the House and Senate: 

“I feel constrained to bring to your attention a matter in 
connection with the controversy between the railroads and 
the trainmen’s brotherhoods, in the hope that you will see 
fit to start an inquiry on behalf of the administration as to 
the near approach of an actual crisis in the matter and to 
verify the statement which I herewith submit. 

“As chairman of the national Chamber of Commerce 
committee on the railroad situation, I met in New York with 
the railway executive advisory committee, Frank P. Trum- 
bull, chairman, and the national conference committee of 
railroads, Elisha Lee, chairman, to request from them a 
definite statement as to the.position of the roads when the 
conference reconvenes to hear the result of the strike vote 
which was completed last week. 

“There seems to be a prevailing opinion in Washington, 
and I think rather generally held throughout the country, 
that no interruption of freight transportation will result 
and that some means will be found to adjust the differ- 
ences. ‘ 

“As a result of the meeting my conviction is deepened 
that an amicable settlement is remote and that while other 
orderly steps are yet to be taken before a final break is 
reached, yet such a break is inevitable unless strong meas- 
ures of intervention are speedily introduced. 

“On August 8 the joint conference will convene again, 
the men will announce the result of their strike vote, and 
the roads will reiterate their proposals which the brother- 
hood chiefs have once declined. 

“T am assured that there will be no modification of the 
attitude of the roads. Neither is it expected that the repre- 
sentatives of the men, with the new power of the strike 
vote in their hands, will recede from the position which 
they have heretofore taken. 

“The United States board of mediation and conciliation 
may come into the matter at this point, but without effect, 
in my judgment, in bringing these contending factions 
together. Finally, arbitration may be discussed and the 
break will come when the roads absolutely refuse to arbi- 
trate only the demands of the men and the men refuse 
with equal force to admit into the arbitration the con- 
tingent proposals of the roads. 

“Thus, unless there is intervention, as proposed in Sen- 
ate joint resolution 145, ratified by an almost unanimous 
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vote of the commercial bodies affiliated with the Chamber 
of Commerce of the United States, or other governmental 
intervention on behalf of the public, nothing will be left 
but for the men indefinitely to defer action or exercise 
the authority conferred upon them by an overwhelming 
vote to call a strike. 

“In the meeting the roads definitely expressed a deter- 
mination not to recede from their present position, no 
matter from what source an appeal is made, and while I 
am usually optimistic about finding a way out of difficult 
situations, I must confess that in this situation, after talk- 
ing most earnestly with both parties to the controversy, I 
see no ray of light nor any possibility of averting a serious 
catastrophe. 

“I beg, Mr. President, that you will regard this letter as 
seriously and conservatively setting forth the actual con- 
ditions as I sense them, and that you may be led to start 
in motion an inquiry at your earliest convenience to verify 
the conclusions here recited.” 

To the letter sent to the employes this note was attached: 

“Our communication to the President endeavors clearly 
to reflect the gravity of the situation as we see it. We 
hope we are wrong, but with the passing days we have 
found no reason to change the form originally expressed 
by our committee that the public interest is a definite and 
tangible third interest in this controversy, and that the 
public has a right to know whether any increase in cost of 
operation arising from an adjustment of the differences 
between the brotherhoods and the railroads is to be 
passed on for final payment by an increase in rates for 
transportation.” 

In a newspaper interview the day before his letter to the 
President was given out, Mr. Wheeler said: 

“It is as clear as an open door that events are leading 
directly to a strike which will tie up freight-service of all 
the railroads of the country. At the present moment there 
is little prospect of mediation succeeding. Future moves 
in the wage controversy are now fairly well outlined. The 
overwhelming strike vote was made possible by assurance 
quietly given to the men by the brotherhood officers that 
there would no be no strike. Nevertheless the brother- 
hood officials are now vested with the power to order a 
strike at any time without warning. It can be stated 
positively that railroads will make the same proposition, 
without change in any particular, that men rejected in 
June, namely, arbitration that will make no further con- 
cessions. 


“The brotherhood officials presumably will again refuse 
to accept this proposal. Then the Federal Board of Media- 
tion and Conciliation will step in, but its efforts will be 
begun under unfavorable conditions. In order to have 
arbitration the Newlands law requires that both parties 
shall agree on subjects to be arbitrated. Next, President 
Wilson will probably take steps personally to avert a strike, 
as he did in 1915. He will call in railroad managers and 
appeal to them. But, will he tell the brotherhood chiefs 
what to do? Hardly, not in a presidential campaign. Some 
hope for delay in the possible issuance of general strike 
order is seen in the Senate joint resolution No. 145, intro- 
duced by Senator Newlands, and which is still pending.” 


COMMISSION ORDER. 


The Merchants Coal Company, the Knickerbocker Fuel 
Company, Jenner-Quehahoning Coal Company and the 
Penn’s ,Smokeless Coal’ Company have been. allowed to 
intervene in Case 8859, Pittsburgh Coal Operators’ Asso- 
ciation vs. Pennsylvania Railroad et al. 
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A. R. Baldwin, general attorney of the Western Pacific 
at San Francisco, Cal., has been appointed also vice- 
president. 

Orno M. Brown is appointed general agent of the El 
Paso & Southwestern System and the Morenci Southern 
Railway Company, at Cleveland, O. 

L. C. McCutcheon is appointed assistant superintendent 
freight loss and damage claims of the St. Louis & San 
Francisco Railroad, at Springfield, Mo. 


F. A. Lallier, chief rate clerk of the traffic bureau of 
the Houston Chamber of Commerce, has been promoted 
to the newly created position of. assistant traffic com- 
missioner. 


H. W. Wheeler, who has been general eastern agent 
for the Belt Railway of Chicago, with headquarters in 
Pittsburgh, has resigned to become traffic manager for 
the Revere Sugar Refining Company of Boston. W. B. 
Wheeler, who has been commercial agent of the Belt 
Railway of Chicago, with headquarters in Kansas City, 
is promoted to general eastern agent. 

At the twelfth annual meeting of the American Asso- 
ciation of Freight Traffic Officers, held at Hot Springs, 
Va., George A. Blair, assistant freight traffic manager of 
the Chicago, Milwaukee & St. Paul Railroad, was elected 
president, succeding Brent Arnold, general freight agent 
of the L. & N. Railroad. The association has a-roster of 
more than 800 members, including freight traffic officials 
of nearly every railroad in the United States and Canada. 


DOINGS OF THE TRAFFIC CLUBS 


The Transportation Club of San Francisco will have 
an outing Saturday, August 12, at Santa Rosa, Cal., in 
order to celebrate Transportation Day at the Sonoma 
and Marin Agricultural District Fair. 





The Traffic Club of Philadelphia will have a golf, tennis 
and quoit tournament and ladies’ day outing at the North 
Hills Country Club, Edge Hill, Pa., Tuesday, August 15. 
There will be dancing in the evening. 








WE LEASE TANK CARS 
ALL STEEL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


2500 S. Robey St., Chicago, I. 





Do Business by Mail 


It’s profitable, with accurate lists of prospects. Our catalogue 
contains vital information on Mail Advertising. Also prices and 
quantity on 6,000 national mailing lists, 99% guaranteed. Such as: 

War Material Mfrs. Wealthy Men Fly Paper Mfrs. 
Cheese Box Mfrs. Ice Mfrs. Foundries 

Shoe Retailers Doctors Farmers 

Auto Owners Axle Grease Mfrs. Fish Hook Mfrs. 


Write for this valuable reference book. Also prices and 
samples of Fac-simile Letters. 


Have us write or revise your Sales Letters, 
Ross-Gould, 822P Olive Street, St. Louis. 


Ross- Gould 


Mailing 
STS St.Louis 
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FOR SALE 


Complete sets of the Un- 
reported Opinions of the 
Interstate Commerce Com- 


mission (1064 of them) 


in perfect condition. Price 


$20.00 f. o. b., Washington. 


The Traffic Service Bureau 
418 So. Market St. 


Chicago, III. 


Lafayette’s Table of Percentages 


Calculated from One to Two 
Thousand and carried to 
three Decimals 


Of great service wherever percent- 

ages are figured and particularly 

adapted to the accounting depart- 
_ ments of the railways in appor- 

tioning revenues and expenses. 


Lafayette’s Railway Calculator 


A short method for determining 
or revising extensions on freight 
bills, covering shipments from the 
smallest package to forty thousand 
pounds at rates varying from one 
cent to two dollars per hundred. 











A great time saver and absolutely 
accurate. In use by both railways 
and shippers. 


Special delivered price, each . . . . $300 


THE TRAFFIC SERVICE BUREAU 
418 So. Market St., Chicago 
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OBLEMS SIMPLIFIE 


This directory of Warehousemen, Transfer Agents, Freight Forwarders, Customs Brokers, etc., presents the 
announcements of some of the livest and most progressive of such concerns in the country. They invite cor- 
respondence from our readers and can help you if you will lay your distribution or forwarding difficulties 





before them for solution. Practically branch service available without payroll or building investment. 


SHREVEPORT, LOUISIANA 


Caddo Transfer & Warehouse Co. Inc. 


Special attention given to merchandise stock storage 
accounts. Carloads for distribution, less carloads for 
City Delivery. Reshipments and forwarding by Express 
or Parcel Post. 


TWO LARGE WAREHOUSES ON RAILROAD TRACKS. 





Western Transfer and Storage Co. 


220 TO 226 STANTON ST. 
EL PASO, TEXAS. 
FORWARDERS AND DISTRIBUTORS 


OISTRIBUTION CARS A SPECIALTY. 
TWO WAREHOUSES ON TRACK 
The only FIREPROOF storage in El Paso. 


Cut Rate Package Car Service from Seaboard Territory. 





EDGAR’S SUGAR HOUSE, Inc. 


620-532 LAFAYETTB BLVD. 
DETROIT, MICH. 
Bight fireproof warehouses on tracks of principal rail- 
roads. The only two fireproof warehouses on the river 


front. Lowest insurance rates in the city. Twelve aute 
trucks for delivery. Write for further particulars. 





Buffalo Storage & Carting Co. 
350 Seneca St., Buffalo, N. Y. 


Storage, Transfer and Forwarding 
Warehouse on New York Central Tracks 


The Wiley & Nicholls Co. 


UNITED STATES BONDED WAREHOUSES AND 
GENERAL STORAGE-DISTRIBUTORS 
Warenousemen and Forwarding Agents. Drayage and 
Heavy Hauling a Specialty. Fireproof Warehouse. Low- 

est Insurance Rate in City. 
GALVESTON, TEXAS 








MILWAUKEE 


The Union Transfer Co. 


107 REED STREET 
FREIGHT TEAMING—SHIPPING AND RECEIVING 
AGENTS 
CARLOAD DISTRIBUTORS 
The Best Equipped Transfer Company in the City 





CHICAGO 
Jos. Stockton Transfer Co. 


536 The Rookery Bullding 


Teaming of Every Description—City Delivery Service 
and Carload Distributors. 





Albany Terminal Warehouse Co. 
10 TIVOLI ST., ALBANY, N. Y. 


Storage, transferring and forwarding. Direct railroad 
connections, all railroads. Also buildings suitable for 
branches, to let in whole or part. Members of American 
Chain of Warehouses and American Warehousemen’'s 
Association. 


LINCOLN, NEB. 


Best Distribution Point In the West 
Merchandise in car lots distributed to all points. House- 
hold goods assembled and shipped in car lots at reduced 
rates. Cars set to our warehouses without charge. 

GENERAL DRAYAGE AND STORAGE 
Fireproof Buildings—Trackage Space, 7 cars. 
Service—the foundation of our success. 
CARTER TRANSFER & STORAGE CO., 8th and Q Sts. 








ST. JOSEPH TRANSFER CO. 
“ PONY EXPRESS ” 
8T. JOSEPH : ° MoO. 


MERCHANDISD STORAGE WAREHOUSE. 
CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICH GUARANTEED. 





CHICAGO— 
Chicago Storage & Transfer Co. (Not Inc.) 


6851-61 WEST 65TH STREET 


Excellent facilities for shipping L. C. L. lots without 
cartage. Carload distribution a specialty. Daily motor 
deliveries throughout the city at very reasonable prices. 
Floors for rent. 


INSURANCE RATE SEVENTEEN CENTS. 


ROCHESTER, NEW YORK 


General Storage. Forwarding. Carload Distribution. 


Excellent facilities for reshipping without cartage. Insur- 
ance rate 12 cents. Members of American Warehouse- 
men’s Association and American Chain of Warehouses. 


Write for particulars. 
B. R. & P. WAREHOUSE, Inc. KING and MAPLE STS. 


Byvank Transfer & Storage Co. 


823-8265 Lafayette St. 
WATERLOO, IOWA. 


RESHIPPING AND DISTRIBUTING 
A SPECIALTY. 











Louisville Public Warehouse Co., Inc. 


LOUISVILLE, KY. 


Import and export freight contractors, transfer and 
reshipping agents, custom house brokers. Bonded and 
free warehouses. 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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THROUGH RATES 


MARINE INSURANCE 


LEAVE IT ALL TO US < War RISK 


CONSULAR ARRANGEMENTS 


COLLECTIONS. 


JUDSON 


Home Offices: CHICAGO NEW YORK BOSTON 


Security Warehouse Company 
MINNEAPOLIS, MINN. 
Northwestern Distributors for nearly all Nationally 
Advertised Commodities—Twenty Car Trackage 
Space. 
Motor Truck delivery in Minneapolis and St. Paul 





LITTLE ROCK, ARK. 


Distributers of Pool Cars and General Warehousing. 
Parcel Post distributers of catalogs and merchandise. 
Fireproof building. Track connections with all roads. 


Terminal Warehouse Company, 109-111 Rector Avenue 





D. A. MORR TRANSFER AND STORAGE CO. 


KANSAS CITY; MO. 
2114-2120 Central Street 


TRANE! MERCHANDISE STORAGE, FORWARD- 
TRIBUTION AND 
Direct "emmatioas With Ail Rallroads. Fireproof Storage, 


Sprinkler 


2 





Springfield, Mass. 


Central Warehouse & Transfer Co. 


Office: 315 Bridge St. 


TRANSFERRING AND RESHIPPING 
GENERAL STORAGE, FURNITURE STORAGE, ETC 


TOLEDO, OHIO 


STORAGE—PORWARDERS—DISTRIBUTORS 

By BB og 
charges fa uae ) mage in or out. catering ” 

The Toledo Warehouse Co. 


Solicited. 1809- Grange 
Members American and Interstate Warehousemen’s pt B “ 


Minneapolis Transfer & Warehouse Co. 
MINNEAPOLIS, MINN. 
122 SOUTH FIFTH STREET 


DISTRIBUTORS OF POOL CARS AND GENERAL 
WAREHOUSING 
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Directory of Transfer Agents, Freight Forwarders Warcheusemen, Custom House Brokers, ate. (Continued 
EXPORT SPECIALISTS 


Completely Covering Shipments by 
RAIL and OCEAN 
to All Parts of the World. 


FREIGHT FORWARDING CO. 


PITTSBURG 
Foreign Agencies in All Principal Cities and Ports in Europe, Asis, Africa, Australasis, China, Japan, South America, Philippine Islands, ete 


ST. LOUIS LOS ANGELES SAN FRANCISCO 


PITTSBURGH, PA. 


FIREPROOF AND NON-FIREPROOF WAREHOUSES 
PENNSYLVANIA SIDING LOWEST INSURANCE 
Write us about storage or distributing 
HAUGH & KEENAN STORAGE 4& TRANSFER CO. 








PHILADELPHSHIA, PA. 


BEST DISTRIBUTING POINT IN THE EAS) 
Railroad Sidings, Penna. R. R. and Phila. & Reading 
Experienced in giving Best Warehouse Service 
SCOTT PAPER CO. WAREHOUSE 
C. R. CLEMENTS, Manager 


Trackage, Capacity 18 cars a day. Very low insurance 
eee eens eee re 


__PORTLAND, OREGON 
OREGON TRANSFER COMPANY 


474 Glisan St, Established in 1868 
TRANSFER AND STORAGE BUSINESS 

Special attention given to merchandise stock stor- 
age accounts, carloads for distribution, less car- 
loads for city delivery, reshipment and reforward- 
ing by express or parcel post. Own and operate 
two class A warehouses on terminal tracks. 

No Switching Charges on Carload Shipments 


Omaha Fireproof Storage Co. 


806-18 SOUTH 16TH 8T., OMAHA, NEB. 


EIGHT AND ONE-HALF. ACRES FLOOR SPACE 








TRACKAGE SPACH, 10 CARS. GHNJ THAMING 
Savannah Bonded Warehouse & Transfer Co. 


SAVANNAH, GEORGIA 
GENERAL STORAGE—RE- Conse ara 
ING—FORWARDING—PROMPT FICIENT 
SERVICE—EXCEPTIONAL PACILITIES— 
CUSTOM HOUSE BROKERS 
Members American Chain of Warehouses 
Members American Warehousemen’s Association 



























The Tariff Filings, Rejections 
and Suspensions in This 


Week’s Issue of 


The Traffic Bulletin 


Were Classified -Under 
Fifty-seven Distinct Headings 
And Included Information About 











Every New Tariff and Every Supplement 
| Filed With 
The Interstate Commerce Commission 
| During the Past Week 













If you are keeping a tariff file this information 
will enable you to keep it up to date,. and, as 
you know, (a tariff file is worse than useless if * 
it is not up to date. 







Satnples and other information may 


be had for the asking 






The Traffic Service Bureau 


418 South Market Street CHICAGO 














